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Co-ordinated Effort 
the 1st Essential 


of Success one | 
* 


Only when all its members PULL 
TOGETHER can a tug-of-war 
team achieve victory. And only 
when every part of your good- 
will program is in harmony with 
every other part, can it produce 
the fullest measure of success. 


You take pride in your product, 
your reputation, your representa- 
tives. But how about the cars 
that convey your product to the 
Ships customer? Are they modern cars 
Meryem in sound condition? Are they 
aelt ATOp ‘ 
areal regularly inspected and carefully 
MOACREEASE maintained? Do they convey an 
CARS = , t lity? 
pression of quality: 


North American Tank and Re- 
frigerator Cars are the kind of cars 
you are proud to associate with 
your product. 





A North 


American 
Car Lease 
Is Sound 
Business 
Economy 







NORTH AMERICAN 
CAR CORPORATION 


BILLS, 327 South La Salle St., 
@xas 


Chicago 
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@ 41st St. yard. Between 41st and 
42nd Streets at 11th Avenue. 
Team track capacity, 80 cars. 


@ 17th Street yard. Between 10th 
and 11th Avenues. Team track 
capacity, 70 cars. 


@ 33rd Street yard. At 11th 
Avenue. Team track and hold- 
ing capacity, 350 cars. 


Produce for New York’s large Washington Market receives 


ALL-RAIL DELIVERY IN MANHATTAN 


—an exclusive New York Central Service! 





RODUCE for New York’s Washington Mar- 
ket enjoys these definite advantages when 
routed via New York Central System: 

First, New York Central is the only railroad 
offering all-rail delivery on Manhattan Island. 
No transfer by water, with attendant weather 
hazards and pier congestion, is involved. 

Second, New York Central’s team tracks 
are the nearest available to the Market on 
Manhattan Island. Wide driveways facili- 
tate unloading of cars, and unloading is 


done by employes of the Market merchants. 

Third, the yards pictured above have hold- 
ing and team track capacity for 500 cars. The 
holding yard, where cars are easily accessible 
for inspection, is immediately adjacent to the 
delivery yards. 

These facilities give dependability and effi- 
ciency—in all kinds of weather, at all seasons! 

Diversion and reconsignment arrangements 
to New England and Long Island points are 
in effect. . 


Harry D. Vail, Chief Perishable Agent, New York Central System, 466 Lexington Avenue, Ne& York 
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The 


An independent national journal of transportation; a working tool for traffic men 
Rail —Water — Motor Vehicle —Air— Material Handling and Distribution 





VOLUME LVI 


Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 








FIGHTING GOVERNMENT OWNERSHIP 


HATEVER the justice of what may have been said 

in criticism of the tactics of the new Transporta- 
tion Association of America in “pussy-footing” with 
respect to its purpose to combat government ownership, 
there certainly was nothing of the sort visible in the ad- 
dress made at Rochester this week (elsewhere in this 
issue) by Donald D. Conn, executive vice-president of the 
association. What he said in this connection is worth 
reproducing here, not only as an evidence of what the 
association is attempting to do, but as an- admirable 
statement in and of itself. 

“To combat government ownership or operation of 
any form of transportation, with the inevitable further 
participation by government in private business, the 
Transportation Association of America has been organ- 
ized. 

“Tt favors the coordination of the various forms of 
transportation to the end that our national transporta- 
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tion systems will operate competitively, economically, 
and profitably in the public interest. 

“All business, including transportation, should be 
owned and managed by private enterprise with a mini- 
mum of government interference, either federal or state. 
Government should be confined to the functions defined 
by our Constitution. It is not the function of govern- 
ment to enter the field of regulation wherever it desires 
but only wherever it should to protect the public interest. 

“Government should be responsive to broad public 
demand and not to organized minorities; therefore, a 
widespread and informed public understanding, predi- 
cated on the results of impartial research, is essential to 
the solution of our transportation problems.” 

The rest of what he said is well worth reading also 
as an exposition of the reasons for what is being done, 


MOTOR CARRIER REGULATION 


GAIN the Commission has postponed the effective 
date of parts of the motor carrier regulation law 
that otherwise would have been effective, and of which 
certain parts did become effective, October 1, as provided 
by Congress, which also provided that the Commission 
might postpone the effective date of the act or any part 
of it until as late as next April 1. The postponements 
do not indicate any “fiddling” with the situation but are 
necessary, for obvious reasons, both from the point of 
view of the machinery of administration and that of the 
operators affected. 

The first postponement, until December 1, was con- 
cerned with the parts of the law dealing with regula- 
tion of rates and charges, bills of lading, and collection 
of charges. The second, as pointed out elsewhere, is con- 
cerned with the sections dealing with applications for 
certificates of public convenience and necessity and for 
brokerage licenses. Other parts of the law are now in 
effect and the entire machinery may be expected to be 
in full operation before the first of next year. Getting 
it into working condition is somewhat of a task and, 
besides, those affected by the law are entitled to all the 
consideration possible before they are subjected to the 
new regulation, with which many of them are entirely 
unfamiliar. 

Extension of the effective date of the sections of the 
motor carrier act relating to issuance of certificates, 
permits and licenses from October 1 to October 15 means 
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that those operators and brokers subject to the act who 
were in business immediately prior to October 15—that 
is, those who were engaged in operations at that time— 
will have 120 days from October 15 to file their applica- 
tions for certificates, permits, and licenses. 

Any person proposing initially to engage in any 
interstate common carrier, contract carrier, or brokerage 
business subject to the act on and after October 15 may 
not do so unless permission is obtained from the Com- 
mission. This means that, until the Commission acts on 
applications for new operations after October 15, the 
only lawful operations under the act will be by concerns 
that were in existence before October 15. Such opera- 
tions will continue to be lawful at least for 120 days after 
October 15 and, if applications for continuance thereof 
have been filed within 120 days, thereafter until the Com- 
mission has acted on the applications. 

Common carriers who were in business June 1 and 
contract carriers who were in business July 1, under 
the act, will not have to make the proof required of other 
applicants to obtain their certificates and permits if 
their applications are filed within the 120 days after 
October 15. If their applications are not filed in that 
period, however, they will have to come in as new opera- 
tors and make the required proof, and may not operate 
after the expiration of the 120-day period, of course, 
without the consent of the Commission. 

Applicants for brokerage licenses in business up to 
October 15 have 120 days frem that date in which to file 
applications. 

Those persons now engaged in interstate motor op- 
erations subject to the act should not delay filing their 
applications for certificates or permits for any consider- 
able time after October 15. Even if there is doubt as to 
whether an applicant is subject to the act, the safe thing 
to do will be to file an application as early as possible 
after October 15. These will be inspected by Commission 
officials and, if it is found that an applicant is not sub- 
ject to the act, the applicant will be so advised. On the 
other hand, if an operator should decide he is not sub- 
ject to the act and should permit the 120-day period to 
elapse and then be held subject to the act, he could not 
then engage in business until permitted to do so by the 
Commission. This would be particularly unfortunate in 
cases of operators who were in business on June 1 or 
July 1, because, if they come before the Commission in 
the 120-day period, they will not have to make proof 
required of other applicants, and, in the event that it 
should be held that they were not subject to the act, they 
would not be subjected to any disadvantage as the result 
of having filed their applications. 


EQUIPMENT DEPRECIATION RATES 


The Commission, in No. 15100, depreciation charges of 
steam railroad companies in sub-orders Nos. 74-A and 400 to 
434, has prescribed composite percentages for all equipment of 
various steam railroads. Among the carriers for which per- 


centages were prescribed and the amount of the percentages are 
the following: Canadian National lines in New England, 2.57; 
Central Vermont, 3.51; Chicago, Milwaukee, St. Paul & Pacific, 
4.46; Norfolk Southern, 3.36; Richmond, Fredericksburg & Po- 
tomac, 3.77; and St. Louis Southwestern, including the St. Louis 
Southwestern of Texas, 3.69. 
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I. C. C. REORGANIZATION 
The Traffic World Washington Bureau 


The Commission has effected a reorganization of itself by 
creating five divisions. Under the old setup it had six divisions 
and recently a seventh—the one assigned to deal with matters 
arising under the motor carrier act—was created. The sixth 
and seventh divisions have been abolished. 

The work formerly handled by division six will now be 
handled by division three—railroad operating matters. The new 
division five is virtually the same as the abolished division 
seven. The Commission believes that with five instead of seven 
divisions it can carry on its work More advantageously. With 
the exception of division three taking over the work of division 
six and the assignment to division five of motor carrier matters 
the setup is similar to what it was before. 

Division one is now composed of Commissioners Meyer, 
Aitchison and Lee; division two, Commissioners Aitchison, Tate 
and Splawn; division three, Commissioners McManamy and 
Miller, with Commissioners Porter and Mahaffie alternating as 
members; division four, Commissioners Meyer, Porter and 
Mahaffie, and division five, Commissioners Eastman, Lee and 
Caskie. 

In a formal announcement, made after information was ob- 
tained as to creation by it of five divisions, the Commission, 
through Secretary McGinty, said: 


The Interstate Commerce Commission, under section 17 of the 
interstate commerce act, has ordered, effective October 1, 1935, that 
the Commission be divided into five divisions, designated respectively 
Divisions 1, 2, 3, 4, and 5. 

The respective divisions are charged with the following duties: 

Division 1: The conduct of the work of the Bureau of Valuation. 

Division 2: Applications and requests for suspension under sec- 
tion 15 (7); matters arising under section 25 (1); and applications 
under sections 4 and 6 of the interstate commerce act; released rate 
applications; and Board of Reference matters; Docket No. 10122 
(Standard Time Zone Investigation); Ex Parte No. 73 (regulations 
as to the extension of credit for transportation charges); and mat- 
ters coming from the Bureau of Informal Cases; matters arising with 
respect to reduced rates in cases of calamitous visitation under 
section 22 (1) of the interstate commerce act and acts supplemental 
thereto alternatively with the Commissioner to whom the Bureau of 
Traffic reports; equally with Divisions 3 and 4, reviewing section cases 
not set to be orally argued and cases heard under the shortened 
procedure; and cases set to be argued during October, 1935, and 
January, ‘April, July, and December, 1936.* 

Division 3: Matters arising under section 1 (9) to (17), inclusive, 
and (21); section 3 (4); section 6 (13) (a); section 15 (10); and sec- 
tion 26 of the interstate commerce act; formal complaints seeking 
construction of new roads or procurement of additional facilities; 
matters relating to the transportation of explosives and other dan- 
gerous articles; matters relating to efficiency and economy of opera- 
tion; orders arising out of the railway labor act of May 20, 1926, 
as amended; the safety appliance, accident reports, hours of service, 
ash pan, boiler inspection, and medals of honor acts, block signal 
resolution, railroad retirement act of 1935, and the act of August 29, 
1935, to levy an excise tax upon carriers and an income tax upon 
their employes, and for other purposes; Docket No. 9200 (Railway 
Mail Pay); matters arising under the air mail act of June 12, 1934, 
as amended; and equally with Divisions 2 and 4, reviewing Section 
cases not set to be orally argued and cases heard under the 
shortened procedure; and all cases set to be argued during Novem- 
ber, 1935, and February, May, and October, 1936.* 

Division 4: Matters arising under sections 204, 209, and 210 
of the transportation act, 1920; section 1 (18) to (20), inclusive; 
section 5 (4) to (17), inclusive: Section 20 (1) to (10), inclusive 
(other than the enforcement of penalties); and Section 20 (a) of the 
interstate commerce act; I. & S. Docket No. 11 (Tap Line Case); 
matters arising under inland waterways corporation act, as amended; 
Bureau of Inquiry matters; matters arising under section 77 of the 
uniform bankruptcy act, as amended; and matters arising under 
administration of reconstruction finance corporation act and section 
201 of Title II of the emergency relief and construction act of 1932, 
as amended; and matters arising under section 203 (a) (4) of Title 
II of the national industrial recovery act; and equally with Divisions 
2 and 3, reviewing section cases not set to be orally argued and 
cases heard under the shortened procedure; and all cases set to be 
argued during December, 1935, and March, June, and November, 

+ 


Division 5: Matters arising under the motor carrier act, 1935. 


*Except cases for argument before the whole Commission or 
assigned to another Division. 


FREIGHT ROBBERY CLAIMS 


Claims resulting from robbery of freight in transit on the 
railroads showed a marked reduction jn the first six months of 
this year compared with the corresponding period in 1934, ac- 
cording to reports received from the railroads by the Protective 
Section of the Association of American Railroads. 

Total payments of claims resulting from robbery amounted 
to $492,256 in the first six months of 1935 compared with $596,339 
in the corresponding period in 1934, a decrease of $104,083 or 
17.4 per cent. As has been the case for the past several years, 
nearly 40 per cent of the total claims paid have resulted from 
theft of coal, while cigarette and tobacco losses have amounted 
to approximately 18 per cent of the total, these two items alone 
constituting nearly 60 per cent of all charges growing out of 
theft of freight. 

This reduction of more than 17 per cent in the amount of 
claims due to robbery was brought about despite the fact that 
freight traffic in the first six months of 1935 was approximately 
the same as in the corresponding period in 1934. 





be 
(cto 





fr 





reau 


ons 
ers 
ixth 


be 


sion 
ven 
Vith 
sion 
ers 


yer, 
ate 
und 


ind 
ind 





October 5, 1935 








PAGE 533 


The Traffic World 





Decisions of Interstate Commerce Commission 





POOLING OF ORE TRAFFIC 


N application requesting approval of a contract between the 
A Chicago & North Western and the Chicago, Milwaukee, St. 
Paul & Pacific providing for the pooling of interstate ore traffic 
and division of earnings thereon from the Menominee Range in 
Michigan and Wisconsin to Escanaba, Mich., has been denied 
by the Commission, division 6, in No. 26903, in the matter of the 
application of the Chicago & North Western Railway Co., 
Escanaba, Iron Mountain & Western Railroad Co., and Chicago, 
Milwaukee, St. Paul & Pacific Railroad Co., for authority to pool 
ore traffic from the Menominee range to docks at Escanaba, 
Mich., and to divide the earnings therefrom. 

The Commission denied the application because abandon- 
ment of operation was involved for which authority had not 
been asked. 

One of the conditions contained:in the pooling agreement, 
said the Commission, was that the Milwaukee should discon- 
tinue operations between Channing and Escanaba over the lines 
of the Escanaba & Lake Superior Railroad and should discon- 
tinue and abandon its yards and other facilities at Escanaba, 
except its coal dock and tracks appurtenant thereto. 

“The abandonment by the Milwaukee of the use of the 
Escanaba tracks is the keynote of the pooling agreement,” said 
the Commission. ‘Without such abandonment the agreement 
for pooling would not be practical.” 

The Commission said the question it was called on to decide 
was whether the proposed abandonment was an abandonment of 
all or any portion of a line of railroad or the operation thereof 
within the meaning of paragraph 18 of section 1, of the act. It 
said if that question was answered in the affirmative, approval by 
it of the application for pooling would be tantamount to coun- 
tenancing a violation of the act because none of the require- 
ments of paragraphs 18 and 19 of section 1 had been complied 
with. After citing its decision in Chicago & Alton vs. T. P. & 
W., 146 I. C. C. 171, Fort Worth & D. C. Ry. Co. Trackage, 170 
I. C. C. 677, and Operation by Louisiana & Arkansas Railway, 
145 I. C. C. 228, the Commission said it concluded that the ques- 
tion set forth should be decided in the affirmative, and that 
before the Milwaukee might lawfully abandon operation over the 
rails of the Escanaba from Channing to Escanaba, it must pro- 
cure from the Commission a certificate of convenience and neces- 
sity permitting such abandonment. It denied the application 
without prejudice to the filing of another application under sec- 
tion 5 (1), after a certificate of convenience and necessity had 
been obtained or the filing of an application under section 5 (1) 
at the time the application for such a certificate was filed. 

Commissioner Eastman, concurring, said he concurred be- 
cause of the controling decision of the Commission in the Chi- 
cago & Alton case, a decision with which, he said, he did not 
agree for reasons stated therein. 


COMMISSION REPORTS 


Potatoes 


No. 26565, Eastern Shore of Virginia Produce Exchange, Inc., 
vs. Pennsylvania, embracing also a sub number, M. J. Duer & 
Co., Inc., et al. vs. Same. By division 4. Dismissed. Rates, 
white potatoes, various points on eastern shore of Maryland 
and Virginia to New York, N. Y., and Newark and Jersey City, 
N. J., not unreasonable or otherwise unlawful. 


Silica Sand 


No. 26534, Standard Sanitary Manufacturing Co. vs. C. & 
E. I. et al. By division 4. Complainant entitled to reparation 
on finding rate, silica sand, Ottawa, IIl., to Louisville, Ky., unrea- 
sonable to extent it exceeded $2.64 over routes less than 15 per 
cent longer than the shortest existing route over which carload 
traffic could be moved without transfer of lading and to the 
extent that it exceeded $2.80 over other routes over which the 
distance did not exceed 400 miles. Rate not unreasonable over 
routes in excess of 400 miles in length. Commissioner Mahaffie 
dissented for reasons stated in his dissent in Industrial Sand 
Cases, 1930, 188 I. C. C. 99. 


Fresh Fish 
I. and S. No. 3996, fresh sea food from and to the south. 
By division 5. Proposed rates, fresh fish, points in Delaware, 
Maryland and Virginia to points in southern territory, and on 
fresh fish and other sea food, from points in southern territory to 





eastern destinations, found not justified. Suspended schedules 
ordered canceled and proceeding discontinued, without prejudice 
to filing of schedules in conformity with views expressed in the 
report. Respondents proposed to cancel commodity rates and 
certain rules affecting charges on fresh or frozen fish, oysters, 
and shrimp, in straight or mixed carloads, from producing points 
in the south to eastern markets and on fresh or frozen fish 
from producing points in Delaware, Maryland and Virginia to 
destinations in the south, and to apply in lieu thereof class rates 
governed by the southern classification. The report said that 
proposals substantially similar to those under suspension were 
considered by division 5 in Fresh Fish, Del., Md., and Va., to 
Southern Points, 197 I. C. C. 689. The Commission said it was 
of the opinion that the class rates proposed would not exceed 
reasonable maximum rates on fresh or frozen fish, either south- 
bound or northboud, but that the rule concerning charges for 
transportation of ice packed in containers with fish and other sea 
food should be clarified and made to express respondents’ inten- 
tion as stated at the hearing. The Commission also said it was 
of the opinion that the proposed rates on shrimp would be rea- 
sonable but that such rates in conjunction with the proposed 
icing rule would result in unreasonable charges. It further con- 
cluded that the proposed rate, in conjunction with a rule pro- 
viding for deduction of 30 per cent of the gross weight at origin 
of the shrimp, package ice, and container would result in reason- 
able charges on shrimp; that the record warranted no different 
conclusion with respect to rates on oysters, shucked or in the 
shell, in straight carloads, than that reached in 197 I. C. C. 689, 
and that respondent had failed to justify cancellation of the pro- 
vision for mixed carloads of sea foods, the proposed alternative 
application of rates, or the provision in the icing rules relative to 
the use of destination weights. The order requires cancellation 
of the schedules on or before November 9. 


Evaporated Milk 


No. 26750, Libby, McNeill & Libby vs. C. M. St. P. & P. 
et al. By division 4. Complainant found entitled to reparation. 
Rates, evaporated milk in tin, boxed, Waupun and Whitewater, 
Wis., to New York, N. Y., and from Whitewater to Baltimore, 
Md., and Portland, Me., for export, unreasonable to the extent 
they exceeded 57 and 56 cents from Waupun and Whitewater, 
respectively, to New York, and 53 and 59 cents from Whitewater 
to Baltimore and Portland, respectively. Commissioner Mahaffie 
dissented. The shipments moved between December 3 and 31, 
1931, both inclusive. 

Sand 

No. 26596, Norcross Brothers vs. Pennsylvania. By division 
4. ‘Rates, sand, Birmingham and South Pemberton, N. J., to 
Philadelphia, Pa., and nearby points (other than silica sand 
and naturally bonded molding sand), were and are unreasonable 
to the extent they exceeded or exceed rates based on the scale 
prescribed in Buckland vs. B. & A., 139 I. C. C. 88, and that 
lower intrastate rates on like traffic from plants of competitors 
at Morrisville, Pa., cause and have caused undue and unreason- 
able prejudice and disadvantage to complainants and undue 
and unreasonable preference and advantage to said competitors; 
that the transportation conditions surrounding the movement of 
this commodity to the Philadelphia area from complainants’ 
plants and those of said competitors are substantially the 
same; that complainants have not shown sufficient proof of 
damage to support an award of reparation by reason of such 
undue and unreasonable prejudice, preference, advantage, and 
disadvantage, but that same can and should be removed by the 
maintenance on this traffic from complainants’ plants of inter- 
state rates not exceeding rates made under the Buckland scale, 
which the Commission finds to be reasonable maxima, and not 
less than a rate of 55 cents which the Commission finds to be a 
reasonable minimum and by the maintenance on like traffic from 
the plants of the competitors of intrastate rates which shall not 
be less than the reasonable interstate rates concurrenly main- 
tained from complainants’ plants. Rates on gravel from and 
to the same points and on sand and gravel from the same origins 
to points on the so-called Trenton cut-off not shown unreasonable 
or otherwise unlawful. Complainants found entitled to repara- 
tion on shipments made since April 20, 1932. Following the 
practice in such cases the Commission said it would leave it for 
the present to the defendant, after consultation, if necessary, 
with the Pennsylvania commission, to remove the undue and 
unreasonable prejudice, preference, advantage, and disadvantage 
found to exist. The Commission said if this was not accom- 
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plished within 90 days from the service of this report, the matter 
might be brought to its attention. 


Wheat and Products 


No. 26586, Light Grain & Milling Co. vs. C. R. I. & G. et al. 
By division 5. Dismissed. Rates, carload of wheat, shipped 
from Hooker, Okla., to Liberal, Kan., May 4, 1931, there milled 
and a portion of the products forwarded to Shawnee, Okla., 
found to have been inapplicable. Applicable rates were com- 
binations on Liberal of 40 and 36 cents and these were unrea- 
sonable to the extent they exceeded 38 cents on the flour and 34 
cents on the shorts and millrun. Freight charges were origin- 
ally collected on the basis of rates of 29.5 cents on the flour 
and 26.5 cents on the other products. On April 4, 1934, de- 
fendants collected undercharges, making the rates paid 38 cents 
on the flour and 34 cents on the remainder. The Commission 
said defendants might waive collection of undercharges if out- 
standing. Commissioner Splawn, concurring in part, said he was 
of the opinion that differentials should not be added for the 
haul from Hitchland, Okla.-Tex. to Amarillo, Tex., in the deter- 
mination of reasonable rates. 


Limestone 


Fourth section application No. 15909, limestone to North 
Carolina. By division 2. Authority granted in fourth section 
order No. 12034 to establish and maintain rates on limestone, 
unburnt, ground or pulverized, Buckeystown, Eakle’s Mills, 
Frederick, Grove, Keller, Lime Kiln, and Security, Md., Capon 
Road, Cedar Creek, Middletown, Oranda, Stephens City, Vaucluse, 
and Winchester, Va., Alba-Marl Lime Co., Charles Town, Engle, 
Kearneyville, Martinsburg, Millville, Natural Lime-Marl Co.’s 
Siding, W. Va., to points in North Carolina without observing 
the long-and-short haul provision of section 4 of the act. Rates 
authorized, minimum 60,000 pounds, over existing routes from 
and to the points considered, are the lowest rates on like traffic 
over any line or route between the same points constructed on 
the basis of the joint-line distance scale of rates prescribed in 
Falling Spring Lime Co. vs. C. & O., 172 I. C. C. 788, subject to 
combination and circuity limitations. Chairman Tate, concurring, 
said he approved the report without the imposition of the equi- 
distant clause while voting as a member of a division out of 
deference to the action of the Commission in prior cases involv- 
ing groupings. 

Leaf Tobacco 


I. and S. No. 4101, time limit on tobacco expense bills in New 
York harbor. By division 5. Schedules proposing extension of 
the transit time limit on unmanufactured leaf tobacco at New 
York, N. Y., found not justified. Suspended schedules ordered 
canceled on or before December 24 and proceeding discontinued. 
Respondents proposed to amend their tariffs which prescribe the 
time limit on unmanufactured tobacco, in carloads, originating 
in “lighterage free” territory when stored in transit in certain 
“outside” warehouses and at rainroad piers or warehouses within 
New York harbor, N. Y., by extending the time limit of expense 
bills which would expire on and after May 25, 1935, to and includ- 
ing May 24, 1936, for an additional 12 months, subject to a maxi- 
mum time limit of 36 months. The Commission suspended opera- 
tion of the schedules until December 25 on its own motion. The 
Liggett & Myers Tobacco Co. appeared in support of the sche‘- 
ules. No shipper appeared against them, said the Commission. 
The Commission said the transit period on unmanufactured leaf 
tobacco had been extended from the original period of one year 
to the present limit of two years. It said the principal reason 
advanced for a further extension of the time limit was that 
such extension was required by a single shipper. It said the 
evidence of record clearly fell short of the burden of proof 
which the law imposed on respondents to justify the proposed 
schedules. Commissioner Mahaffie, dissenting, said that where 
the commercial needs of a shipper could lawfully be met at no 
cost to the carriers, “I think we should not allow a theory of 
ours to prevent.” He said he would find the schedules justified. 


Marion Steam Shovel Allowance 


Ex Parte No. 104, part II, terminal services, Marion Steam 
Shovel Co. terminal allowance. Forty-second supplemental re- 
port. By division 6. Respondents’ line haul rates found not to 
include. compensation for service performed beyond present 
points of interchange. Allowance for service performed by in- 
dustry at Marion, Ohio, beyond interchange points found unduly 
preferential and otherwise unlawful. Order requires respond- 
ents to cease and desist practices found unlawful on or before 
November 18. 

Alabama By-Products Service 


Ex Parte No. 104, part II, terminal services, Alabama By- 
Products Corporation terminal service. Thirty-sixth supple- 
mental report. By division 6. Service performed by Lehigh Port- 
land Cement Co. for movement of loaded and empty cars be- 
tween respondents’ lines and plant of the Alabama By-Products 
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Corporation at Tarrant (North Birmingham), Ala., found to be 
private transportation. Payments reimbursing the Alabama By. 
Products Corporation for service performed for it by the Lehigh 
Portland Cement Co. found unlawful. Respondent carriers 
ordered to cease and desist making payments to Alabama By. 
Products Corporation in reimbursement of what the corporation 
paid to the Lehigh company on or before November 18. 


Soapstone and Talc 


Fourth section application No. 15929, soapstone and tale 
from and to the south. By division 2. By fourth section order 
No. 12042 carriers, other than the Tennessee Central, parties 
to W. S. Curlett’s I. C. C. No. A358, authorized to establish on 
soapstone and talc, over all all-rail routes between points in 
Virginia and North Carolina in groups 1 to 4, inclusive, on the 
one hand, and points in trunk line trritory including Buffalo. 
Pittsburgh territory, and New England territory over which 
they have relief with respect to the class rate contemporaneously 
maintained from and to the same points, the lowest rates that 
may be constructed over any line or route between the same 
points, on bases set forth in the report subject to combination 
limitation, and to maintain higher rates from, to and between 
intermediate points. Relief was temporarily authorized by 
fourth section order No. 11967. The proposed rates, said the 
report, were constructed on the basis of 15 and 20 per cent 
of the constructive first class rate computed in accordance with 
finding 17 in the third supplemental report in Southern Class 
Rate Investigation. The Commission said the establishment of 
these rates would effect a complete and fairly related adjust- 
ment with respect to the rates on soapstone and talc between 
points in official territory, between points in southern territory, 
and between points in southern territory, on the one hand, and 
points in central and Illinois territories, on the other hand. 
It said rates constructed on the basis here proposed reflected 
reductions generally between points in the territory embraced 
in this proceeding. Chairman Tate, concurring, said he approved 
the report without the imposition of the equidistant clause, while 
voting as a member of the division out of deference to the ac- 
tion of the Commission in prior cases involving grouping. 


COMMISSION ORDERS 


No. 26542, International Paper Sales Co., Inc., vs. Georgia Rail- 
road & Banking Co. et al. Order of May 16, as subsequently modi- 
fied, further modified to become effective November 28 on not less 
than_30 days’ notice instead of October 28. 

Finance No. 10880, application of the Dalles & Southern Railroad 
Co. for permission to abandon its railroad. Petition of Wasco county 
for leave to intervene, denied. 

No. 26763, Morton Salt Co. vs. A. & R. et al., No. 26796, American 
Salt Corporation et al. vs. A. & R. et al., No. 26974, Diamond Crystal 
Salt Co. vs. A. & W. et al., No. 26975, Colonial Salt Co. vs. A. & W. 
et al., and No. 26976, Union Salt Co. vs. A. & W. et al. Brown Com- 
pany permitted to intervene. 

No. 26967, Pennsylvania Coal and Coke Corporation vs. Pennsyl- 
vania et al. Brown Company permitted to intervene. 

_ No. 27066 Waupun Oil Co. et al. vs. A. & S. et al. Socony-Vacuum 
Oil Co., Inc., Perfect Oil Corporation, Derby Oil Co., Eldorado Refining 
Co., Golden Rule Refining Co., Kanotex Refining Co., National Re- 
fining Co., Skelly Oil Co., White Eagle Division and Vickers Petroleum 
Co. permitted to intervene. - 

Finance Nos 9160, 9484 and 9730, Boston & Maine Railroad bonds. 
Second supplemental order. Orders of March 18, July 8 and December 
28, 1932, as modified by the supplemental order of March 23, 1934, 
further modified so as to permit the Boston & Maine to pledge and 
repledge from time to time to and including February 1, 1937, not 
exceeding $7,500,000 of first mortgage 5 per cent gold bonds, series 
KK, and $17,500,000 of first mortgage 6 per cent gold bonds, series 
LL, as collateral security for notes that may be issued by it. 

Finance No. 1C070, Boston & Maine Railroad notes. Second sup- 
plemental order. Order of July 27, 1933, as modified by supplemental 
order of July 10, 1934, further modified so as to permit the Boston 
& Maine to renew, extend, or reissue the notes described therein 
in an amount not exceeding $5,500,000, or to issue notes in substitution 
—" the last maturity date of any said notes to be February 

Finance No. 10889, application Great Northern Railway Co. for 
permission to abandon a line of railroad in Ferry County, Wash. At 
the request of the Great Northern application dismissed. 

Air Mail Docket \No. 10, Transcontinental & Western Air, Inc., 
San Francisco operation. United Air Lines Transport Corporation 
permitted to intervene. 

No. 21323, Dann-Gerow Co., Inc., et al. vs. A. C. L. et al., and 
No. 26176, Dekle Lumber Co. et al. vs. A. & W. P. et al. Petition 
filed by the National Mortar & Supply Co. for reconsideration by 
which postponement of the effective date of the order was sought 
denied, so far as it requests postponement of the effective date of 
the order of July 11. 

No. 27066, Waupun Oil Company et al. vs. A. & S. et al. 
Oil & Refining Co. permitted to intervene. 

Finance No. 8480, Kansas City Terminal Railroad Company con- 
struction. Time for completion of extension of its railroad in Jack- 
son County, Mo., further extended to December 31. 


Empire 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 10880, The Dalles & Southern 
Railroad Company abandonment, permitting The Dalles & Southern 
Railroad Company to abandon, as to interstate and foreign com- 
merce, its entire railroad in Wasco county, Oregon, approved. 

Report and order in F. D. No. 10955, Norfolk Southern Railroad 
Company Receivers’ Equipment-Trust Certificates, Series A, grant- 


ing authority to assume obligation and liability in respect of not ex- 
ceeding $960,000 of Norfolk Southern Railroad equipment-trust cer- 
tificates, series A, to be sold at par in connection with the procure- 
ment of certain equipment, approved. 
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not apply on lard substitutes or compounds, nor on vegetable 
Be. FOURTH SECTION STONE, ETC. oil shortenings in plastic form. Similar changes were proposed 
hen N a proposed report in fourth section application No. 15747, to be made in the transit tariffs. The effect of the proposed 
th pe ground and crushed stone, stone dust and ground marl to changes, the examiner said, was to increase rates on vegetable 
ts ra official territory, embracing also amendments to fourth section ojjs when shipped in containers of less than 42 gallons’ capacity, 
. the application No. 15747, for modification of the temporary order except when shipped in solid form in bulk in bags, and to in- 
ffalo. entered therein, and also fourth section applications Nos. 15780, crease through rates on vegetable oils when manufactured in 
vhich § 15895, and 15917, as amended. Examiner Arthur Kettler has transit into plastic lard substitutes, also called vegetable oil 
musty recommended that the Commission grant authority for mainte- shortenings; also to prevent the forwarding of plastic vegetable 
that 4 2ance of rates without observing the long-and-short-haul provi- ji] shortenings from manufacturing points on the transit bal- 
am sion of section 4 to destinations in trunk line territory and adja- ances of through commodity rates on cottonseed or other vege- 
sti ve cent destinations in the eastern part of central territory, on (a) table oils and to prevent the movement of refined vegetable 
eal ground or pulverized limestone and stone dust, from producing 9jls in packages of less than 42 gallons’ capacity from refining 
“ points in New Jersey, Pennsylvania, Maryland, New York, Ver- points to final destination on the transit balances of through 
the mont, Virginia, West Virginia, Massachusetts, Connecticut and commodity rates on such oils. 
cual Maine, (b) crushed stone, from Lime Crest, N. J., and (c) ground In I. and S. No. 4095 various southwestern carriers pub- 
with § marl, from Alba Marl Lime Co., Natural Lime Marl Co. Siding, ished restrictions in their transit tariffs similar to those in- 
eons W. Va., and Marl, Md.; and to destinations in New England ter- yolved in I. and S. No. 4013, asking that the schedules be sus- 
t of | ‘itory on (a) ground or pulverized limestone, from producing pended and the proceeding consolidated with I. and S. No. 4013. 
just points in New Jersey, New York, Pennsylvania, Vermont, In I. and S. No. 4039 the schedules, the examiner said, would 
sone Massachusetts, Connecticut and Maine, and (b) broken Or make changes that would affect rates throughout the United 
ory crushed limestone from producing points in Vermont, Massachu- gGtates. It was proposed to cancel present commodity rates and 
me setts, Connecticut and Maine. ; ; to apply the classification basis, except where lower commodity 
al Relief should be granted subject to the following condi- yates on lard substitutes or vegetable oil shortenings were avail- 
eed tions, said Examiner Kettler: able. The classification ratings were fifth class in official and 
: ‘ western territories. In southern the rating is sixth class when 
ced a) Rates from and to groups shall be substantially a fair aver- = : 
ved age y the point-to-point rates which would otherwise apply. the oils are described by name, but seventh class when shipped 
hil (b) Rates from points in trunk-line territory to destinations in as “cooking oils. 
a central et anna arene Mg se sigacsenamee 3 a eee In I. and S. No. 4040 it was sought to cancel refining in 
hall not exceed rates upon e basis prescribe or application from = . . 
the Martinsburg district to destinations in trunk-line territory. _ transit arrangements at points in southern territory. 
(c) Rates from points in trunk-line territory to destinations in The rairoads in No. 14150 asked for modification of the 
New nine territory —— = ec tg err Rl ie aa orders therein so as to permit of making the same changes in 
i asis prescribe r . - = 
” Se eee Pies Get te eens in ee ee . the rates covered thereby as were being made in the general 
,di- (d) The rates shall in no case exceed the lowest combination of readjustment covered by the suspension proceedings, or, in the 
ess — a oe aoe a a er alternative, that the proceeding be reopened and assigned for 
e ea r : ‘ ‘ 
nad are longer than the ‘shortest established routes of the lengths shown further hearing with the suspension proceedings. The case was 
nty in column A below by more than the amounts shown opposite in reopened and assigned for further hearing in connection with 
; column B: B the suspension proceedings. 
a aitios 70 per cent In disposing of the cases the examiner said: 
a 
7 1 
W. ae ee a oy In Fresh Meats and Packing-house Products, 191 I. C. C. 257, 
m- Over 170 manufacturers who produce only vegetable oil shortenings sought 
yl- (f) The authority granted shall not apply to rates that do not the application in the south of eight-class rates on their products. 
yield more than 4 mills per ton-mile under the basic scales applied Those meat packers who also produce vegetable oil shortenings, 
im within New England and more than 3 mills per ton-mile under the protestants herein, in that proceeding strongly urged that if eighth 
basic scales applied within trunk-line territory and between New Class was to apply on vegetable oil shortenings, a strong competitor 
ng England and trunk-line territories of lard, the same rates should be made to apply on lard, both in 
e~ . straight carloads and in mixed carloads with other packing-house 
im ee agg 9 by 3 refer to that ee ~ same ogg ogy | etn are 
urging tha e same vegetable oil products herein, in small contain- 
- VEGETABLE OIL RATE STRUCTURE ee a ~—_ of rates which is lower than that on lard. » 
‘ P : ™ espondents say their proposal represents an attempt to deal wit 
“ Rates on vegetable oils covering the entire country are pro a difficult situation in a practical way. A witness for Armour & 
ot posed by Examiner Chester E. Stiles, in I. and S. No. 4039, Company, of long experience in traffic matters pertaining to the 
- vegetable oils between points in the United States; I. and S. tg A of that seee poet =: if o Ene “ es a 
, se 1s R ween the small packages of refined vegetable oil products an e 
es No. 4013, vegetable oils to, from and within southwest; I. and S. juik'shipments of the crude oils must be drawn, it is more prac- 
™ No. 4040, transit on vegetable oils in the south; py ~ + tical to draw that line on the kind of container than on the extent 
al 4095, vegetable oils to, from and within southwest (2); an 0. of the refinement. ere 
: Sail We find that the proposed schedules have not been justified. An 
- 14150, Corporation Commission of Oklahoma vs. A. & S. et = order will be entered requiring thein cancellation and discontinuing 
— as a substitute for what the carriers proposed. Examiner Stiles this proceeding, without prejudice to the establishment of rates on 
y said the Commission, as a substitute for the rates proposed hte ese Sah, aon animal te =, Beata, Ee ge 
P A ess than gallon capacity, and on ese oils so ed, whether 
r by the railroads, should say that they might establish yor plastic or hard, in containers of less than 40 pounds capacity, which 
‘ not exceeding fifth class in official and western territories an do not exceed fifth class rates in official and western territories 
seventh class in southern territory, but in no case greater, at ane seventh class rates in, southern Senetery, but in no case greater 
. . : s at any given me an the rates at the same me maintained on 
a any given time, than the rates at the same time eee ene lard, lard compounds, lard substitutes, and cooking oils; rates on 
on lard, lard compounds, lard substitutes, and cooking oils, the those oils in larger Containers up to but not including 42 gallons, 
] rates to apply on the oils in containers of less than 5 gallons’ which are not higher than those prescribed in Cottonseed, Its Prod- 
: capacit ucts, and Related Articles, 188 I. C. C. 605 and 203 I. C. C. 177 
. y- : (rates on these oils in containers of 42 gallons or more are prescribed 
t While the rates are denominated vegetable oil rates they in Cottonseed, Its Froducts, end. Related Artistes); the onpentis- 
: .. ment of transit tariffs on such oils which are restricted in e de- 
f apply not only on the vegetable oils but also on fish, sea ani scriptions of commodities covered thereby so as to harmonize with 
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mal and red oils. For convenience they are collectively called 
vegetable oils. 

The proceeding involved proposed changes in the rates and 
regulations governing the commodities mentioned, in carloads, 
except when in liquid form in tank cars or in bulk, in barrels, 
or metal drums, of 42-gallon capacity or greater, or when in 
solidified form in bulk in bags. 

In I. and S. No. 4013, covering rates in the southwest, it was 


the description in Ahe rate tariffs; and tariffs of the LouisviJe & 
iminate the indirect routing proposed in the \sus- 
to be eliminated. The order in No. 14150 ghQuld 







ty to establish a rate of 50 cents on automobiles, passenge 





freight, and/or chassis, set up, in straight or mixed carloads, 
rom Detroit, Lansing, Pontiac and Flint, Mich., to Chicago, IIL, 
without observing the aggregate-of-intermediates provision of 
section 4 of the interstate commerce act, has been recommended 
by Examiner William A. Maidens in a proposed report in fourth 







Proposed to provide that the rates named on vegetable oil 
would only apply when such oils were in bulk, in barrels 
drums of not less than 42 gallons’ capacity, and in tank 
except that on solidified oil, rates would also apply when 
bulk in bags or sacks; also that the rates and rules shown would 
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section application No. 15834, automobiles and chassis from 
points in Michigan to Chicago, Ill. The examiner said temporary 
relief was authorized by fourth section orders No. 11830 and 
supplemental No. 11830. 

Representatives of the National Automobile Transporters’ 
Association and Automobile Transporters’ Association of Mich- 
igan opposed the granting of the relief sought at the hearing. 

The examiner said the applicants sought to accomplish their 
purpose by the publication of the following provision: “The rates 
published in this tariff are used to meet truck competition and 
are not to be used as a factor in the construction of combina- 
tion rates.” He said the rate in issue was published to apply 
in the following manner: To Chicago, Ill. (Michigan Central and 
New York Central 16th Street or 23d Street team tracks and 
Grand Trunk Canal Street team track and zone 1), 50 cents; 
to Chicago, Ill., zone 2, 50 cents plus 80 cents a carload; and to 
Chicago, Ill., zone 3, 50 cents, plus $2.40 a carload. 

Examiner Maidens said there were, at the present time, 
through commodity rates in effect on automobiles from origins 
to points beyond Chicago, in Illinois, Iowa, Minnesota, Missouri 
and Wisconsin, which were higher than would result from the 
application of the 50 cent rate on automobiles to Chicago, plus 
the applicable rate beyond. 

Applicants, according to the report, represented that there 
were approximately 5,000 automobiles for transportation from 
Michigan factories to Chicago each year. Prior to 1930 the rail 
lines transported practically all this traffic, but subsequent to 
the spring of that year substantially all the automobiles from 
Michigan to Chicago were conveyed by other methods of trans- 
portation, according to the report. This diversion of traffic and 
resulting loss of revenue prompted the carriers to make a 
thorough study of the situation with a view to establishing such 
a rate as would result in the recovery of some of the traffic, 
said the examiner. The 50 cent rate was established by the 
Grand Trunk Railway System and the Michigan Central Rail- 
road Co., April 15, 1935, and on behalf of other applicants on 
short notice in connection with the supplemental fourth section 
order hereinbefore referred to. 


Witnesses for the Truck Drivers’ Union, an organization 
composed of about 3,000 members in Detroit, testified to the 
effect that the rate established by the applicants had deprived 
from 300 to 400 men of employment, according to the report. 
The report said the Automobile Transporters’ Association of 
Michigan and the National Automobile Transporters’ Associa- 
tion, also of Michigan, had about 20 and 140 operating members, 
respectively, and transported about 2,500 automobiles a year 
by truck from and to the points considered. In order to meet 
the reduced rates of the rail carriers, according to the report, 
it was necessary for the members of these organizations to 
make arrangements with labor to shrink a part of their earn- 
ings, and to extend their services to points other than Chicago. 
The extension of those services had been to southern territory, 
and in particular to points in Tennessee, Alabama and Georgia, 
according to the report. 


“It is argued on behalf of the intervening opponents that 
the relief sought will violate other sections of the act, and 
particularly sections 2, 3, the long-and-short-haul provision of 
section 4, and 15(a), and the policy clause of section 500 of the 
transportation act,” said Examiner Maidens. “While truck trans- 
portation is not embodied in the policy clause of the transporta- 
tion act, opponents contend that it would defeat the policy of 
fostering transportation by rail and truck, in full vigor, if the 
rail carriers are permitted to operate so as to deprive truck 
companies of traffic which they have handled over a period of 
years. The record has not developed a violation of any of the 
above sections.” 


The examiner said the evidence showed that under the 50 
cent rate temporarily established carriers had retrieved some 
of the automobile traffic which was previously lost to them. He 
said in some instances the rate had worked a hardship on the 
trucking interests and that in others the trucking companies 
had lost no business. He said the Commission was not as yet 
functioning under the motor carrier act of 1935, and that the 
evidence could not be construed as resulting in a violation of 
either section 15(a) or section 500. 


“To grant the relief here requested would be a vain and 
useless thing,” said Examiner Maidens, “since the entire Com- 
mission in Moore Bros. vs. C. B. & Q., 210 I. C. C. 95, decided 
July 17, 1935, found that a restricted local rate still retains 
its character as a lawful charge for an intermediate service and, 
is therefore, an intermediate rate. In that case the Commissicn 
said that ‘the carriers cannot evade the law by mere words 
purporting to provide that a local rate may not be used in 
combination with other lawful rates. * * * * A local rate from 
or to points intermediate to more distant points, no matter 
how restricted, is a charge for an intermediate portion of the 
service for which the through rate is charged between the more 
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distant points. No restriction can change its status as an inter. 


mediate rate.’ ” 


PROPOSED REPORTS 


Tomatoes 


No. 26862, Biggio, Inc., vs. F. E. C. et al. By Examiner C. E. 
Simmons. Dismissal proposed. Rate, carload shipment fresh 
tomatoes, Lake Worth, Fla., to Toronto, Ont., not unreasonable 
or otherwise unlawful. 


Power Boiler and Valves 


No. 26918, Union Iron Works vs. N. Y. C. et al. By Ex. 
aminer Herbert P. Haley. Reparation of $65.38 proposed on find. 
ing carload rate, steel steam pressure boiler (power boiler), 
set up, and boiler valves, Erie, Pa., to Trenton, N. J., unreason- 
able to extent it exceeded 41 cents. Shipment moved June 1, 
1933, and rate of 55 cents was charged. 


Ice 


No. 26949, Sussex Milk & Cream Co., Inc., vs. Erie et al. 
By Examiner John Davey. Recommends that complainant be 
found entitled to reparation on ice, Maplewood, Pa., to Still- 
water, N. J., shipped subsequent to March 10, 1932. Proposes 
finding that shipments were misrouted by Erie; that the rates 
charged were inapplicable; that the applicable rate was $2.81; 
that the applicable rates were unreasonable to the extent they 
exceeded $1.13. 

Strawberries 


No. 26987, A. Valente & Co. vs. Railway Express Agency, 
Inc. By Examiner Harold M. Brown. Reparation of $1,196.29 
proposed on finding unreasonable in the past express carload 
rate, and refrigeration charges, fresh strawberries, Plant City, 
Fla., to Boston, Mass., to extent rate exceeded $3.48 a 100 pounds 
and refrigeration charges on five cars to the extent they exceeded 
$80.75 a car. Shipments made between February 27, 1930, and 
March 19, 1932. 

Alton Divisions 


No. 22487, Alton Railroad Co. vs. Akron, Canton & Youngs- 
town et al. By Examiner J. Edgar Smith. Proposed, in accord- 
ance with the views expressed by the Supreme Court of the 
United States in Alton Railroad Co. vs. United States, 287 U. S. 
229, the divisions of joint rates, grain, grain products, and the 
by-products of grain, reshipped from Peoria, IIll., to destina- 
tions east of Buffalo, N. Y., actually paid to the Alton, on and 
after July 1, 1928, be found to have been and to be unjust and 
unreasonable. Reparation proposed. The examiner said no or- 
der was necessary for the future as the divisions which applied 
prior to July 1, 1928, had not been changed and were just and 
reasonable. The examiner said that on July 1, 1928, the con- 
necting carriers attempted to change the divisions that had 
been agreed upon notwithstanding objections by the Alton; that 
they had withheld from the Alton a part of what was due it; 
that such action on the part of the Alton’s eastern connec- 
tions was unjust and unreasonable; and that the Alton had been 
damaged and was entitled to reparation in the amount of the 
difference between what it should have received under the divi- 
sions in effect prior to July 1, 1928, and what had actually 
been paid by its connections, with interest at the rate of 6 
per cent. The examiner said the proceeding should be retained 
for further orders if any should be necessary. 


Tobacco Stems 


No. 26682, Traffic Bureau, Lynchburg Chamber of Commerce, 
vs. L. & N. et al. By Examiner Harold M. Brown. Carload 
rates, tobacco stems, unground, Cape Girardeau, Mo., Nashville 
and Gallatin, Tenn., and Bowling Green, Ky., to Lynchburg, Va., 
proposed to be found unreasonable to the extent they exceeded 
or may exceed 43 cents from Nashville; 44 cents from Bowling 
Green; 45 cents from Gallatin, and 46 cents from Cape Girardeau. 
New rates and reparation proposed. 


Lumber 


No. 26776, Von Platen Fox Co. vs. Ann Arbor et al., and a 
sub-number thereunder, Sawyer Goodman Co. et al. vs. Same. 
By Examiner Alfred G. Hagerty. Rates, lumber, Goodman, 
Wis., and from Sagola and Iron Mountain, Mich., to destinations 
in central territory, effective since May 24, proposed to be found 
not unreasonable or otherwise unlawful. Joint through rates 
in effect prior to that date, for like transportation, proposed to 
be found unreasonable to the extent they exceeded the aggre- 
gate of intermediate local and proportional rates. Reparation 
and waiver of undercharges in the nature of reparation pro- 
posed. 

‘Nitrate of Soda 

No. 26836, Chilean Nitrate Sales Corporation vs. Kansas 

City Southern et al. By Examiner W. R. Brennan. Dismissal 
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proposed. Rates, nitrate of soda, carloads, Lake Charles, La., 
to points in Louisiana and Arkansas, proposed to be found not 
unreasonable or unduly prejudicial. Charges assessed on ship- 
ments to destinations in Arkansas carried in Cummin’s I. C. C. 
344 proposed to be found inapplicable prior to October 15, 1934, 
and to the destinations in Johanson’s I. C. C. 2465, the rates 
charged were inapplicable to the extent they exceeded or might 
exceed by 15 cents a net ton, the line haul rates published from 
Lake Charles to Arkansas. The examiner said the overcharges 
should be promptly refunded and the complaint dismissed. 


Hay 


No. 26883, Johnson Olson Grain Co. vs. C. M. St. P. & P. 
et al. By Examiner Carl A. Schlager. Dismissal proposed. 
Rates charged, hay, Clyde Park, Harrison, and Belgrade, Mont., 
to Boyceville, Wis., in August, 1934, proposed to be found not 
unreasonable. 

Bales Straw 


No. 26925, Calliari Brothers vs. Pennsylvania et al. By 
Examiner Leland F. James. Dismissal proposed. Rate charged, 
two carloads baled straw, Hightstown, N. J., to Eddyville, Ky., in 
March, 1935, not shown to have been unreasonable. 


Crude Rubber 


No. 26942, Goodyear Tire & Rubber Co. vs. A. C. & Y. et al. 
By Examiner Charles A. Rice. Dismissal proposed. Rate, crude 
rubber, carloads, Baltimore (Port Covington), Md., to Akron, O., 
shipments between May 6 and 10, 1933, proposed to be found 
not unreasonable. 


LOANS TO RAILROADS 


Jesse H. Jones, chairman of the Reconstruction Finance Cor- 
poration, made known September 30 that the corporation had 
worked out an arrangement for aiding, if necessary, the Great 
Northern to meet its bond issue of $105,850,000 maturing July 1, 
1936. He expressed the opinion that the Great Northern, by 
tackling the matter now, “ought to do pretty well.” In connec- 
tion with possible conversion of a substantial part of the debt 
into stock, Chairman Jones suggested that possibly funds from 
the RFC would not be needed. The position of the RFC with 
respect to the matter was set forth in the following letter sent 
by Chairman Jones to W. P. Kenney, president of the Great 
Northern: 


Subject to prior approval by the Interstate Commerce Commis- 
sion, this corporation will lend the Great Northern Railroad all or 
any part of $50,000,000 with which to help meet its bond issue of 
$105,850,000 maturing July 1, 1936. 

Terms and conditions of our loan will be: 

(1) That the road pay from its working balance, the $5,850,000. 

(2) Issue new bonds maturing twenty to twenty-five years, for 
$100,000,000, bearing interest at 444%; the present bond holders to 
accept at par and accrued interest new bonds; or not less than one- 
half in new bonds and the remainder in cash. 

Our loan will be in the form of bonds which we will take at par 
and accrued interest, or if given a satisfactory margin of additional 
collateral, our rate will be 4% for the first five years, and 44%% 
thereafter; the bonds to be approved by the Interstate Commerce 
Commission and acceptable to our board and our counsel; the money 
_ ee to the road on ten days’ notice on or before July 
_  With_a view to converting this debt, or as much of it as possible, 
into stock, we suggest for your consideration that the new bonds 
provide for conversion into stock upon a basis that will add to the 
desirability of the bonds, giving the holders of the bonds an oppor- 
tunity to participate in the prosperity of the road, and preserving 
to the stockholders their preemptive rights. We will require as a 
further condition to our commitment that the expense, attorneys’ 
fees and bankers’ charges, in exchanging new bonds for the old, be, 
in our opinion, reasonable. ‘ 


Chairman Jones, in announcing he would confer with repre- 
sentatives of the New York Central with respect to maturing 
RFC loans of that carrier, said the New York Central was doing 
“very well.” He said he had urged bankers holding loans of the 
carrier to put them on a time rather than on a demand basis 
but that agreement to do that had not been reached. 

The New York, Chicago & St. Louis Railroad, said Mr. 
Jones, had turned over to the RFC a dividend accruing from 
Wheeling & Lake Erie stock of $1,007,938.75 which the Nickel 
Plate is required to pay to the RFC under the terms of the agree- 
ments under which there are loans aggregating $15,500,000 from 
the RFC to the Nickel Plate. This payment, said Mr. Jones, 
would be credited to the account of the Nickel Plate. He said no 
request had been made to apply the money to interest on the 
loans. He said the interest on the loans had been paid by the 
Nickel Plate. 

Though indicating he had little information on the subject, 
Chairman Jones said he believed a reorganization plan for the 
— & Rio Grande Western would be submitted in the near 
uture. 

The Commission, in Finance No. 10273, Illinois Central Rail- 
road Co. public works improvement, has revised the program 
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for maintenance and equipment to be paid for out of the public 
works improvement loan approved in previous reports, 199 I. C. C. 
59 and 333, and 202 I. C. C. 591, so that the applicant may over- 
haul and repair 60 engines and tenders, 10 passenger cars, and 
1,218 box cars not heretofore ineluded in the estimates, the 
cost thereof amounting to $1,029,412. 

In a supplemental application in Finance No. 9268, Balti- 
more & Ohio has asked the Commission to extent until August 
1, 1939, RFC loans of $31,610,400 maturing November 1, 1935. 
It said that it considered the collateral now held by the RFC 
as sufficient for extension of the loans. 


NEW YORK CENTRAL FINANCING 


The Trafic World Washington Bureau 


Chairman Jones, of the Reconstruction Finance Corporation, 
Oct. 1, made public correspondence relating to refinancing in- 
debtedness of the New York Central that revealed a marked 
difference of opinion between Chairman Jones, on the one hand, 
and bankers holding notes of the railroad and the railroad, on 
the other. Chairman Jones had proposed that the banks and 
the RFC exchange their demand notes for bonds, while the banks 
proposed that all the New York Central loans be placed on the 
basis of demand loans and to arrange that each lender should 
agree not to demand payment except on six months’ notice to 
the company and all other lenders so that no one could mature 
his loan ahead of the others. The matter relates to approxi- 
mately ninety million dollars of temporary loans of the New 
York Central. 

Chairman Jones charged, in a letter to Harold S, Vanderbilt, 
of the New York Central, that a letter signed by Jackson E. 
Reynolds and George Whitney, setting forth the position of 
the lending banks, “obviously intended to make impossible my 
suggestion that the banks and the RFC exchange their demand 
notes for bonds, as well as to discredit my efforts to bring about 
such a solution. It imputed to me a proposal that the banks 
violate the law—which is not true—assuming to themselves 
more scrupulous ethics.” 

Mr. Vanderbilt, in a letter to Mr. Jones, had complained 
about “interviews” in the press in which Jones had discussed 
phases of the refinancing plans. Mr. Jones retorted that he was 
a government official and that the public was interested in RFC 
activities and in the New York Central’s finances. 

The RFC extended for sixty days New York Central notes for 
$15,600,000 which fell due Oct. 1. This was taken as an indication 
that it expected further action on the general financing problem 
faced by the N. Y. C. 


The letter signed by Messrs. Reynolds and Whitney, repre- 
senting the lending banks, commented on an interview with Mr. 
Jones relating to handling the $90,000,000 of maturities of New 
York Central temporary loans, in which the RFC chairman was 
said to have expressed the view that the indebtedness be con- 
verted into a ten-year 4 per cent obligation, and convertible into 
the company’s stock at $25 a share. Similar views had been 
expressed by Mr. Jones in a conference with Mr. Reynolds, it 
was stated, and representatives of the lending banks considered 
the matter. The following unanimous conclusions were reached, 
it was stated in the letter: 


First: Laying to one side the conversion feature, which we shall 
discuss in the next paragraph, the lending banks deem it impossi- 
ble to sell to the investing public at par a ten year bond of the 
company carrying 4% interest. As conclusive proof of this the com- 
pany’s outstanding debenture 4s maturing in 1942 and the converti- 
bles maturing in 1944 are both currently selling on approximately a 
4%,% basis. 

Second: While the proposed conversion price of $25 is mani- 
festly one which can be adopted only by the decision of your com- 
pany, the lending banks are not convinced such an offer, if ten- 
dered, would have the effect of making a 4% bond sell at par. 

Third: Mr. Jones is quoted as stating, ‘‘the current price of the 
collateral is about 175% of the par value of the loans.”’ In con- 
formity with the business standards always observed by the lend- 
ing banks, a public offering must state that, to the extent of up- 
wards of $150,000,000 par value, this collateral consists of the com- 
pany’s own junior bonds, the interest on which (approximately 5%) 
is not now included in the company’s interest charges. 

Fourth: Mr. Jones is quoted as stating, “the income from the 
collateral is around 2% times the 4% interest requirements on the 
new issue proposed.” For the same reasons invoked in the pre- 
ceding paragraph, a public offering must state that the income pres- 
ently received on the collateral pledged, not dependent on the com- 
pany’s earnings, would amount to only $2,572,147, while the interest 
requirement for the issue is $3,600,000. 

Fifth: Mr. Jones’ program is further predicated upon his sug- 
gestion as quoted “that the banks take their share of the proposed 
conversion loan.’’ Whatever other constructions may be put upon 
this quoted phrase, one construction is inescapable, and that is that 
it proposes an underwriting by the banks of an offer to stockholders 
forbidden by law. 

Sixth: Any statement to prospective purchasers of a public of- 
fering of the proposed issue would necessarily disclose that the com- 
pany had had deficits amounting to $18,256,400 in 1932, to $5,412,- 
514 in 1933, to $7,682,334 in 1934, and to an amount estimated approxi- 
mately at the 1933 figure for the current year of 1935. 

Seventh: It is likewise plain to the lending banks that no pub- 
lic offering could, or should, be made without disclosing the inevi- 
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table adverse effect upon the company’s net revenues in the com- 
ing three years to be produced by the enormous additional expenses 
imposed by the provisions of the recently enacted federal social se- 
curity act and the federal tax act accompanying the railroad pen- 
sion act. Based on the company’s current payroll these are com- 
puted to be $6,700,000 for 1936 (the pension act affecting only the 
last ten months of the year), $9,400,000 for 1937 and $11,100,000 for 
1938. 

Eighth: With the foregoing statements clearly presented, as they 
should and must be, the lending bankers believe the public will not 
buy at par the proposed issue carrying a 4% coupon, whether or not 
the conversion price were placed as low as $25 per share. 

Ninth: It is clear to the lending banks that in order to sell a 
public issue the company would have to assume a substantially in- 
creased financial burden over that carried under the temporary loans. 
Your officers, directors and stockholders are the only ones having 
the right and responsibility to make the decision as to what, if any, 
additional burden you are warranted in assuming. 

Tenth: The lending banks extended the credits now evidenced 
by the loans under consideration as current and temporary matters. 
The lending banks have been willing to cooperate with the com- 
pany through the exigencies which have intervened by carrying them 
on the basis on which they were made. There is no reason to be- 
lieve that the banks will have occasion to change their attitude of 
cooperation but will always be ready to consider any plan which 
might result in their payment. 

Eleventh: While the lending bankers greatly appreciate Mr. 
Jones’ cooperative efforts in helping to solve your difficulties, they 
disagree with his views on this problem. They are convinced the 
best course to pursue in this situation is (a) to cease all further 
agitation of this question of presently refunding your loans; (b) to 
put all your loans on precisely the same basis of demand loans; (c) 
to give your company the right to make payments at any time on a 
pro rata basis as among all the leaders; (d) to arrange that each 
lender shall agree not to demand payment except on six months’ 
notice to the company and all other lenders, so that no one can 
mature his loan ahead of any other lenders. 

The word ‘‘lenders’’ should be construed as including all the 
lending banks and the Reconstruction Finance Corporation. If the 
Reconstruction Finance Corporation will do likewise, the lending 
banks are prepared to place their loans on the above basis. 


Mr. Vanderbilt acknowledged receipt of the Reynolds- 
Whitney letter and said his company was entirely in accord with 
the findings therein. He forwarded a copy of the letter to Mr. 
Jones. In his letter of transmittal, Mr. Vanderbilt, in part, said: 


Candidly, and I know you will forgive me for being frank, I 
cannot see what useful purpose is served by the publication of inter- 
views such as the one referred to in the enclosed letter. I feel that 
repeated public reference to financial plans which cannot presentaly 
succeed is distinctly harmful to our company and, might militate 
somewhat against the eventual successful culmination of some such 
issue. It would seem that our creditor banks also have such a 
thought in mind if I interpret clause (a) of the eleventh paragraph 
of their letter correctly. 

I beg to call your attention particularly to the conditional offer 
of our creditor banks, made in clauses (b), (c) and (d) and in the 
last sentence of the eleventh paragraph of their letter. You will note 
that their offer holds good only “if the Reconstruction Finance Cor- 
poration will do likewise,’’ as far as its loans are concerned. 

As stated in my letter to you of August 28, on October 1, 1935, 
New York Central notes totaling $15,600,000 fall due to your cor- 
poration. We earnestly request that you agree, subject to such 
authorization by the Interstate Commerce Commission as may be 
necessary, to put these loans, as well as our loans falling due’ in 
1936 and 1937, totaling $11,899,000, on the demand basis suggested 
by the banks. Such an arrangement appeals to us as eminently fair, 
as insuring equal treatment to all and as presenting a happy solu- 
tion of the situation. 


In his reply to Mr. Vanderbilt Chairman Jones said no state- 
ment that had been attributed to him in the press “could be 
hurtful to the New York Central or to any other institution that 
has had occasion to borrow from the RFC.” Continuing, in part, 

‘he said: 


I appreciate that some bankers and corporate officials do not 
like publicity, but railroads are required by law to make public their 
entire activities, as is also the RFC. Yours is one of our prominent 
railroad systems and the condition of its finances is of interest to 
the public. One very good way to avoid further publicity of this 
character would be to put your finances in order. 

I certainly have no desire to annoy you or your bankers, but 
would be derelict in my duty if I did not do what I could to assist 
in correcting what I know to be an unhealthy situation. I am con- 
inuing these efforts in the belief that there will be no more oppor- 
tune time than the present, and if your directors and bankers would 
enter into the matter with what I conceive to be the right spirit, this 
could be accomplished 

I said to Mr. Reynolds that if the road would authorize a $90,- 
000,000 convertible issue with which to liquidate its current debts, 
that, with the approval of the I. C. C., the RFC would take one-half 
of the loan, This would pay its present RFC debt of $27,000,000 and 
provide a reduction of its bank debts of approximately 30 per cent. 

In our talk, Mr. Reynolds thought that inasmuch as; some of 
your early maturities are selling on a 4% per cent yield basis, the 
rate on the proposed $90,000,000 issue should probably be 4% per cent. 
He also suggested a conversion price of $30. I expressed the hope 
that the rate could be 4 per cent and the conversion price low enough 
7 tral conversion. Nothing was said about a ten-year ma- 
urity. 

At a previous meeting with Mr. Reynolds, he had expressed the 
opinion that it would be generally helpful if the Central’s current 
debts could be funded. * * * 

Questionable reference is made in the Reynolds-Whitney letter 
to my reported statement that the current price of the collateral is 
about 175 per cent of the par value of the loan. I find by allowing 
a fair appraisal of the collateral that has no current price, and using 
quoted prices for that part which is quoted, the collateral is sub- 
stantially more than my reported statement. 

The Reynolds-Whitney letter also refutes a reported statement 
by me as to the income of the collateral. They give the earnings 
on this collateral as $2,572,147. 

According to my information, the I. C. C. reports show that the 
New York Central reported income from this collateral of approxi- 
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mately $4,767,490 for the year 1934, exclusive of interest on the 
company’s own bonds, which additionally secure the loans. I am 
also informed that while some of this difference came from earning 
of the company, in part it represents rentals or leases of property 
essential to the operation of the road, a necessary operating charge, 
If we add the interest actually earned on the bonds pledged, as re. 
ported to the I. C. C. (assuming they were all outstanding), the in. 
come on the collateral would be near $9,000,000. 

Furthermore you and Mr. Williamson have stated to me that 
your road would be able to pay its fixed charges and reduce its 

“debts by at least $14,000,000 a year on the basis of present earnings, 
These representations were made to me when you were asking the 
RFC for a ten-year extension, being content, however, to continue 
your bank debts of $63,000,000 on a demand basis. 

This $14,000,000 which you estimate as a minimum amount avail- 
able for debt retirement after charges, is substantially more than 
the federal social security act and federal tax act accompanying 
the railroad pension act referred to in the Reynolds-Whitney letter. 

These new burdens are added reasons why more of your capital 
structure should be converted into stock. 

The Reynolds-Whitney letter states that my program is predicated 
upon the banks’ taking their share of the proposed conversion loan, 
and says, ‘“‘whatever other constructions may be put upon this quoted 
phrase, one construction is inescapable, and that is that it proposes 
= ne by the banks of an offer to stockholders forbidden 

y law. 

I am informed by the comptroller of the currency that the banks 
may take such bonds in lieu of existing debts if the bonds are con- 
vertible at the holder’s option. He states, however, that the bank 
could not convert the bonds, but could sell them. I am also informed 
by the comptroller of the currency that the First National Bank 
could take the bonds for its loan to the railroad and to the affiliate, 
notwithstanding that the combined lines constitute an excess line, 
though not excess when made. 

The Reynolds-Whitney letter states that in order to sell a public 
issue, the company would have to assume a substantially increased 
financial burden from that carried under the temporary loans. 

The letter fails to state, however, that there would be no addi- 
tional burden to the road if the banks exchange their present debts 
for the new bonds, without an underwriting or banker’s charge. 

The letter also fails to call attention to the fact that such a bond 
as proposed, would have a market, so that if a bank needed or 
wished to do so, it could convert all or part of its loan into cash, 
whereas in their present state, the loans are entirely frozen. 

I stated to Mr. Reynolds that the RFC would give consideration 
to carrying its loan for a definite period so as to enable the banks, 
if they wished to do so, to market a part of theirs. 

If Messrs. Reynolds and Whitney would try half as hard to effect 
such @ program as I have suggested, as they do in advancing reasons 
why it cannot be done, your financing problems would be solved. 


The banks involved in the matter are: Guaranty Trust Com- 
pany of New York, Irving Trust Company, Chase National Bank, 
National City Bank of New York, Continental Illinois National 
Bank & Trust Company, Mellon National Bank, First National 
Bank of Cincinnati, First National Bank of Chicago, First Na- 
tional Bank of New York, and J. P. Morgan & Company. 

At his press conference late Oct. 3, Chairman Jones, of the 
RFC, discussed the New York Central financing matter. He 
said the New York Central was under banker domination. He 
reiterated his views as set forth in his letter to Mr. Vanderbilt 
as to how the company should meet its indebtedness. He said 
he had heard nothing further from the bankers or the company 
and that the next move was theirs. He expressed the opinion 
that, if the financing matters were straightened out, the New 
York Central would get along very well. 


Other Reorganizations 


Effect of the social security act and the railroad pension 
act on railroad expenses would make necessary revision of the 
reorganization plans of the Missouri Pacific and the Milwaukee, 
said Chairman Jones. These plans were worked out before 
those acts were passed. 

The RFC did not expect to have to make any further loans 
this year to meet railroad deficits, said the chairman. He 
believed the New Haven would meet its obligations. 

As of September 30, the RFC had authorized loans to rail- 
roads aggregating $494,375,728 and had approved in principal 
additional loans of $130,922,097 on performance of specific condi- 
tions. Disbursements to that date totaled $487,122,572. Replay- 
ments totaled $74,219,789 and authorizations canceled or with- 
drawn, $6,914,556. 

The Commission has put out a revised issue of the sta- 
tistical analysis of 31 reorganizations of class I railways, 1914- 
1933, prepared by D. Philip Locklin in its Bureau of Statistics. 
(See Traffic World, September 28.) The revision was made 
necessary on account of errors in computations and one error 
in the text describing what had been done. That last men- 
tioned change consists of the substitution of the Denver & Salt 
Lake for the Georgia & Florida in the paragraph devoted to 
“investment and modified ‘final value.’ ”’ 

Figures were also changed by the revised issue with respect 
to long term fixed interest bearing obligations. The revised 
issue said long-term obligations were reduced from $2,025,031,206 
to $1,139,592,299. 


VAN SWERINGEN OPERATIONS 


Purchase at auction this week by O. P. and M. J. Van Swer- 
ingen and associates of collateral the Van Sweringens had 
posted for loans from J. P. Morgan & Company in connection 
with financing Van Sweringen holding company operations may 
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or may not result in action before the Commission. Officials 
indicated that, while they had informally considered the matter, 
there had been no conclusion reached as to whether, under the 
revised consolidation provisions of the interstate commerce act 
giving the Commission jurisdiction over non-carrier control of 
carriers, the Van Sweringens and their associates would be re- 
quired to file applications under the amended section 5 of the 
interstate commerce act. The Van Sweringens were unable 
to pay the loans made to them by J. P. Morgan & Company, said 
to have amounted to about $50,000,000, with interest, and finally 
the Morgan company decided to close out the matter by offering 
the Van Sweringen collateral for sale. This collateral was bid in 
for $3,121,000 by the Van Sweringens and their associates, giving 
them the control represented by the securities. 


TERMINAL ALLOWANCES 


In a petition for rehearing filed with the Commission Octo- 
ber 3, in Ex Parte 104, part 2, the so-called terminal allowances 
case, the National Industrial Traffic League, through its counsel 
Walter, Burchmore, and Belnap, enumerates nine grounds 
which it thinks the hearing should be granted. 

It is alleged, first, that the Commission’s decision in the 
is fundamentally wrong, first, because it does not recogni 
universal custom and legal obligation of the railroads 
under which established carload freight rates cover 
plete service of transportation from loading places 
places of final unloading . . .;” second, because it i 
“indefinite, impractical and illogical test” as to the carrier’s 
obligation in car placement; third, because the supplemental 
reports select industries on account of their size and com- 
plexity of trackage for the “imposition of a new and special rule 
.. .” fourth, because it will mean “the establishment of a 
visionary and impractical scheme of spotting charges’; fifth, 
because “it assumes that any service which is of definite ad- 
vantage and benefit to the consignor or consignee must be re- 
garded as unlawful’ and “denies that services mutually of 
advantage and benefit to both carriers and shippers are desir- 
able”; sixth, because in effect it revokes the provisions of sec- 
tion 15 of the act which authorizes allowances for shippers who 
perform services and furnish facilities as agents for the rail- 
roads; seventh, because it determines the terminal practices as 
wasteful without testimony to that effect; eighth, because it is 
based on the assumption that the usual delivery of carload 
freight is on carriers’ team tracks or at carrier owned terminals 
when “there is no evidence whatsoever to support the conclu- 
sion,” and ninth, because of some 18 assignments of error, set 
forth at length in the petition with supporting Commission and 
court decisions. 

The petition goes on to ask what it calls “five pertinent 
questions: 


1. Will the Commission read the record of testimony in the 
ease? 2. Are all precedents to be overturned? 3. Will not the Com- 
mission be impressed by the unanimity of views expressed by counsel? 
4. Will the Commission insist on confession of failure of its years of 
effort and definite intention of regulating these matters and brand 
the carriers as weak and foolish violators of the law? 5. Will the 
Commission continue on its course of issuing supplemental reports 
against individual industries in the face of the growing number of 
injunctions granted by the courts? 


In conclusion, the brief says: 


We urge the members of the Commission to consider whether it 
has decided this proceeding in accordance with the facts of record 
and in accordance with the testimony of the informed witnesses who 
testified fully and freely, both for the carriers and for the shippers. 
It is our conviction that the Commission has not done so and that 
it has accepted unsupported statements and unjustified recommen- 
dations of its Director of Service, who made plain at all stages of 
the investigation his earnest and unremitting opposition to any and 
all section 15 allowances and to any services at larger industries 
beyond the so-called interchange tracks. 


E. J. & E. Brief 


In a brief filed in the federal district court for the northern 
district of Indiana, in Elgin, Joliet and Eastern vs. United States, 
in which the railroad is seeking an injunction restraining the 
application of the Commission’s order in Ex Parte 104, part 2, 
attorneys for the E. J. and E. take the position that the order 
infringes on the rights of the railroads, that it goes beyond the 
jurisdiction of the Commission, and that it is contrary to previ- 
ous decisions of the Commission and findings of the courts. The 
Particular order sought to be enjoined forbids the railroad from 
continuing an allowance for car spotting to the East Chicago 
Dock Terminal Company, East Chicago, Ind. It was to have 
gone into effect on July 27 but a temporary injunction was 
granted by the court. The present proceeding seeks to make 


that injunction permanent. 

The brief sets forth as a “very elementary principle” that 
a “common carrier has the right, subject to certain limitations, 
to manage its property and business as independently as may 
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be done in other trades and pursuits,’ and adds that “it must 
be recognized that the Commission is not the general manager 
or superintendent of the railroads.’ The limitations mentioned 
are set forth in the law, the brief says, and do not include inter- 
ference by the Commission or anyone else with the practice of 
the railroad “in making its rates and in making allowances to 
customers for performing part of the service undertaken by the 
raliroad,” unless such practice is found specifically unlawful. 
On that point the brief says the Commission made no finding, 
either as to the unreasonableness of the practice or as to 
whether it was discriminatory. Without such a specific finding 
the Commission had no right to interfere with the railroad’s 
arrangements with the dock company, it said. 

The drief cites a long list of Commission and court 
igh it insists show that the practice condemned 
in the past been found lawful. 


AUTOMOBILES FOR EXPORT 


Testimony supporting contentions that the proposed in- 
rease in rail rates on unboxed automobiles moving from 
C. F. A. Territory to New Orleans for export to South Africa 
would result in drying up of the traffic was offered by shippers, 
rail carrier representatives, and spokesmen for steamship lines 
in a four-day hearing concluded at New Orleans September 27 
by A. G. Haggerty, Commission examiner. The proposed revision 
would displace a differential of 17 cents a hundred pounds 
favoring New Orleans over New York with a 36 cent differen- 
tial favoring the Atlantic port. Acknowledgment that equality 
in rates would satisfy New York was given by a spokesman for 
the New York steamship conference group serving South African 
ports. 

The hearing opened with testimony by David Elmore, spokes- 
man for Studebaker Export Corporation, New York, opposing 
the proposed New York differential on the ground that it might 
result in the abandonment of the New Orleans route, whereas 
his interests considered competitive routes with New York 
desirable. 

Max Noblett, traffic manager for Boyd, Weir, and Sewell, 
New York steamship agents, spokesmen for the New York- 
South Africa steamship group, testified that the present 17 cent 
differential favoring New Orleans injured New York. He ad- 
mitted a willingness to see the proposed differential favoring 
New York abandoned in favor of equal rates to both ports. 

A defense of the proposed differential was offered by Walter 
J. Kelly, Chicago, traffic representative of the Central Freight 
Association. He asserted that the 17 cents differential had in- 
jured New York and that a “fair” amount of traffic would still 
move into New Orleans under the proposed adverse 36 cent 
differential. 

Frank Brown, director, J. A. Ewing and McDonald, Inc., 
New York, representing South African receivers, said the New 
York differential would force them to abandon the New Orleans 
routings, in which case he would favor developing a Canadian 
outlet. 


Shippers would pay a higher rate to New York than to New 
Orleans because of superior ocean services available there, 
according to Rene A, Stiegler, executive agent, Board of Port 
Commissioners (New Orleans), who asserted that New Orleans 
could not live on a higher rate than New York. He cited in- 
stances of shippers’ inclination to use New York, even where a 
differential existed favoring New Orleans, because of greater 
number of ports of call, more frequent sailings, faster vessels, 
and closer adherence to schedules. 


Asked if he would deny New York its natural advantages, Mr. 
Stiegler replied that he would not wish to take from that port 
any advantage derived from its geographical position but that 
some of its advantages were “created.” In this he referred to 
the superior shipping service. He alluded to the money expended 
in developing New York, saying: “We cannot hope to attract 
to New Orleans in like volume because our railroads have not 
squandered money similarly.” 

As a part of his testimony, he introduced a letter signed 
by L. L. Beagle, vice-president, Fenchurch Export Corporation, 
New York, in which was outlined the initiation of the unboxed 
automobile service via New Orleans two years ago. Mr. Beagle 
said his company had on hand in New York an accumulation of 
200 cars for which space could not be procured and was faced 
with a necessity of boxing at an expense of $40 each to obtain 
shipment. The Silver Line, he said, came to his aid and the 
New Orleans service was inaugurated. The routing proved satis- 
factory, the shipments being increased, and then augmented 
by other shippers. The ocean service was subsequently added 
to by other lines. Mr. Beagle declared the value of the auto 
was such that-a regular flow was necessary rather than large 
irregular movements, because of financing. He attributed a 
good part of increase in the South African business to the 
desirable service through New Orleans. He intimated that the 
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closure of the New Orleans route might lead to increase truck- 
ing and towing and to expansion of the summer movement via 
the Tree Line, the Canada S. S. Company, and the General 
Motors ships. He expressed fear that the New Orleans route 
closure would result in steamship pressure for return to boxing. 
Charles Harrington, president, Ross and Heyn, Inc., New 
Orleans, agents for the Silver-Java Pacific Lines, testified that 
the proposed rate would divert traffic with resultant curtailment 
of ocean service. A. C. Cocke, traffic manager, Lykes Bros.- 
Ripley Steamship Company, and Thos. J. Conroy, traffic manager, 
Mississippi Shipping Company, testified that the volume of cars 
their lines carried was slight despite the differential. R. S. 
Norbon, Mississippi Shpping Company traveling agent, and H. T. 
Gibson, New Orleans port representative at Chicago and New 
York, testified as to shippers’ natural inclination to ship via 
New York. John P. Rausch, of Rausch Naval Stores Company, 
and Vernon Davis, of Mengel Company, New Orleans, said they 
feared impairment of business resulting from steamship service 
curtailment if the proposed rate becomes effective. This view 
was also expressed by H. T. Begg, for the Celotex Company. 

T. H. Harris, Chicago, representing thé Illinois Central rail- 
road, opposed the proposed rates. Other appearances were by 
F. J. Rolfes, for United Fruit Company, who said that line 
might lose its movement to Mexico of unboxed autos; C. E. 
Childe, Omaha, for the Mississippi Valley Association, opposing 
the proposed rate; D. W. Green, St. Augustine, Fla., for the 
Florida East Coast Railway, also in opposition; E. H. Thornton 
and J. H. Rauhman, Jr., presenting opposition of the New Orleans 
Joint Traffic Bureau; A. W. Parry, vice-president, Tampa Inter- 
Ocean Steamship Company, in opposition; C. A. Sporl, New 
Orleans insurance man, in opposition; and W. W. Wolford, 
Washington, D. C., commerce agent for the Southern Railway, 
also in opposition. 

The fourth day of the hearing was devoted largely to re- 
buttal. Contending interests have until November 1 to file briefs. 
Examiner Haggerty announced that the suspension of the pro- 
posed rate would continue until a decision had been reached by 
the Commission. 


FINANCE APPLICATIONS 


Finance Nos. 9148, 9655 and 10689. Supplemental. Erie Railroad 
Company asks approval of an extension for three years of the dates 
of maturity of notes aggregating $12,119,310.60 representing loans 
from the RFC. The maturity dates are October 31, November 30, 
December 14, and December 27, 1935, and January 3, 1936. Includ- 
ing the notes, the extension of which is requested in this applica- 
tion, the Erie said it had outstanding to the RFC notes amounting 
to $16,577,310.60. 

Finance No. 10964. Maine Central Railroad asks for authority to 
purchase the properties and franchises of the Eastern Maine Rail- 
way Co. for $125,000 and incidental expenses of acquisition. The 
property is now leased to the applicant for 999 years from May 1, 
1883. The applicant owns all the capital stock of the SamOset Co., 
which owns 1,358 shares, $135,800 par value, of the total 2,000 shares, 
$200,000 par value, capital stock of the Eastern Maine. The acqui- 
sition is to be of everything except the right of the Eastern Maine 
to be a corporation. The line so to be acquired is 18.76 miles long, 
between Bangor and Bucksport, Me. 

Finance No. 10965. Atlantic Northern Railway Co. asks author- 
ity to abandon its line from Atlantic to Kimballton, Ia., 17.07 miles. 

Finance No. 10966. Joint application of New York Central Rail- 
road Co. and Alton & Southern Railroad for a certificate that the 
present and future public convenience and necessity require and 
will require, for the purpose of interchange of traffic and cars be- 
tween the applicants, the extension, by means of trackage rights, of 
the line—(1) of the New York Central over (A) parts of the south- 
ward and northward main tracks of the Illinois Central between a 
point near Broadway (East St. Louis) to and over its connection 
track with the Alton & Southern: (B) the Alton & Southern’s track 
between said connection track and said company’s Davis yard (in- 
cluding the receiving and delivering tracks therein); and (C) a 
part of the tracks of the Terminal Railroad Association of St. Louis, 
all in East St. Louis, and (2) of the Alton & Southern over (A) the 
parts of the main tracks of the Illinois Central above mentioned; 
(B) part of the tracks of the Terminal Railroad Association of St. 
Louis; and (C) parts of the main tracks of the New York Central 
leased line (the C. C. C. & St. L.) and its receiving and delivering 
tracks in East St. Louis yard, East St. Louis, and in its Brooklyn 
yard (in and adjacent to East St. Louis), all in St. Clair County, Il. 
Applicants said the purpose of acquiring the trackage rights was 
more economically and expeditiously to conduct the interchange of 
traffic and cars (aggregating about 60 cars a day) between the rail- 
roads of the applicants at East St. Louis, Ill. They said a test of 
the new plan indicated that a saving of about $35 a day would be 
made in the expense of conducting the interchange and that a much 
more expeditious handling of the traffic and cars would result. 

Finance No. 10968. New York, Ontario & Western Railway asks 
Commission to authorize granting of trackage rights by the Dela- 
ware, Lackawanna & Western to the applicant and the operation by 
applicant of its through freight trains under such trackage rights 
over the tracks of the Lackawanna between Cayuga Junction and 
Pittston Junction, Pa. The authority is sought to provide more ex- 
peditious and economical public service in the interchange of freight 
between applicant and the Lehigh Valley, according to the applica- 
tion. 

Finance No. 10969. Chicago, Burlington & Quincy Railroad Co. 
asks authority to abandon its branch lines from M. P. O. at Sedan, 
Ia., to M. P. 31.4 at Novinger, Mo., a distance of about 31.4 miles, 
and from M. P. 47.5 at South Gifford, Mo., to M. P. 52.2 at Elmer, 
Mo., a distance of about 4.7 miles. The applicant said Sedan would 


continue to be served by another branch of applicant; Novinger would 
be served by the Quincy, 
Gifford, and that Elmer was on the main line of the Santa Fe. 


Omaha & Kansas City, as would South 
The 
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estimated salvage value of the property to be released through this 
abandonment is $45,476 and in addition an estimated annual saving 
of $30,000 would result, according to the applicant. 

Finance No. 10970. Gulf, Mobile & Northern Railroad Co. asks the 
Commission’s approval of expenditure for rail and other track ma. 
terials to be financed with a loan of not exceeding $300,000 from the 
Federal Emergency Administration of Public Works. 

Finance No. 10971. Delaware River Ferry Co. of New Jersey 
asks authority to abandon the use and operation of its ferries on 
the Delaware River between Chestnut Street and South Street, 
Philadelphia, Pa., and Kaighn’s Point, Camden, N. J., by or in con- 
nection with any railroad. Applicant said it would continue to op. 
erate its ferry line for the transportation of passengers and property 
and sought permission to abandon operation only in so far as it re- 
lated to the transportation of persons or property partly by railroad 
and partly by water under any arrangement for continuous carriage 
or shipment. Applicant is a separately operated company but its 
stock is owned by the Reading Co. Due to unification of railroad 
operations in southern New Jersey as authorized in Unification of 
Lines in Southern New Jersey, 193 I. C. C. 183, according to appli- 
cant, there is no public necessity for continued use of applicant’s 
lines by or in connection with any railroad. 

Finance No. 10972. Frank O. Lowden, James E. Gorman and 
Joseph B. Fleming, as trustees of the Chicago, Rock Island & Pa. 
cific Railway Co., ask authority to abandon a line from Lackland 
Junction to Wabash Junction, 6.65 miles, in St. Louis county, Mo, 
The applicant said the C. R. I. & P. had been authorized to abandon 
operation over the line of the Wabash in St. Louis and that the 
line now sought to be abandoned connected with the Wabash, whose 
operation had been abandoned at Wabash junction. Applicants’ 
line from Wabash Junction to Lackland Junction has not been used 
since said Wabash line abandonment except for occasional switch 
engine movements to serve industries located thereon, according to 
the application. Applicant said the line no longer had any function 
as a connecting line and that now is served no substantial carrier 
purpose. 

Finance No. 10836. Supplemental application of Atlantic Coast 
Line Railroad Co. for authority to use and expend balance of pro- 
ceeds of sale of $12,000,000 of ten year collateral trust notes there- 
tofore authorized in this proceeding, amounting to $1,200,000, in par- 
tial payment of maturity January 1, 1936, of $1,500,000 of first mort- 
gage 7 per cent bonds of the Charleston & Savannah Railway Co. 

Finance No. 10973. Chicago & North Western Railway Co. 
asks for authority to abandon its so-called Rib Falls Line extending 
from Rib Falls Junction in Marathon county, Wis., consisting of 
approximately 4.75 miles of main track and 3.96 miles of side track. 

Finance No. 10974. Delaware & Hudson Railroad Corporation 
asks authority to issue from time to time and reissue promissory 
notes, bearing 6 per cent interest, not later than October 1, 1937, to 
an aggregate face amount not exceeding $18,500,000 at any time 
outstanding, said amount to include $13,944,537.99 of promissory 
notes now outstanding and any notes that shall be given in renewal 
thereof, or substitution therefor, which notes have been authorized 
by the Commission. 


PETITIONS FOR REHEARING, ETC. 


Ex Parte No. 104, part II, Pittsburgh Plate Glass Co. terminal 
allowance, Crystal City, Mo. Pittsburgh Plate Glass Co. asks for 
vacation of the order entered on September 12, in connection with 
the forty-third supplemental report, or for the postponement of the 
effective date of the order. 

No. 26235 et al., cotton from and to points in the southwest and 
Memphis, Tenn., 208 I. C. C. 677-746. New Orleans Joint Traffic 
Bureau asks the Commission to modify, clarify and/or amend its 
report, findings and order and to require the defendant carriers to 
comply with the purpose and intent of the report, findings and 
order; and require the removal of the unlawful discrimination and 
prejudice against port cotton merchants who desire to handle their 
cotton under the so-called deferred shipment rule. 

No. 26628, Kansas City Fue] Oil Co. et al. vs. A. T. & S. F. et al. 
Complainants ask for reopening and reconsideration by the entire 
Commission. 

Finance No. 8480, in the matter of the application of Kansas City 
Terminal Railway Co., under paragraphs 18 to 21, inclusive, of sec- 
tion one of the interstate commerce act for a certificate of public 
convenience and necessity for the construction and extension of its 
line of railroad between certain points in the city of Kansas City, 
county of Jackson, state of Missouri. Kansas City Terminal Railway 
Co. asks for extension of time for a period of six months. 

No. 24846, Edgar E. West and Fred S. James, doing business as 
Platte Valley Potato Growers’ Marketing Association vs. Arkansas 
Railroad et al. Complainants ask for vacation of the order made by 
division 2 on July 23, 1935, for reconsideration on the record by the 
entire Commission and for specific revision of the report and order 
of division 2, in certain particulars. 

No. 26724, Chappel Brothers, Inc., vs. A. T. & S. F. et al. Com- 
plainant asks for rehearing, or reargument, or reconsideration, or 
ora] argument. 

No. 26595, Socony-Vacuum Oil Co., Inc., successor in interest to 
the Vacuum Oil Co., Inc., vs. Lehigh Valley et al., and two sub-num- 
bers thereunder, Wadhams Oil Co. vs. C. M. St. P. & P. et al. and 
White Star Refining Co. vs. D. T. & I. et al. Complainants ask for 
reconsideration on the record as made. 


NORTH WESTERN REORGANIZATION 


Federal Judge John P. Barnes, in Chicago, October 1, ap- 
pointed Charles P. Megan, general counsel for and former presi- 
dent of the Chicago Bar Association, trustee for the Chicago 
and North Western in its reorganization proceeding under section 
77 of the bankruptcy law. Mr. Megan was the nominee of the 
court, his name not having been previously mentioned for the 
appointment. 

Two others had been suggested for the trusteeship—Fred 
W. Sargent, president of the road, put forward by the bondhold- 
ers, and J. W. Barriger, chief of the railroad division of the RFC, 
suggested by J. B. Alley, attorney for the RFC. In naming Mr. 
Megan the court said it had no doubt as to the “honesty and 
integrity” of Mr. Sargent. It cited the law to the effect that, 
where anyone who has had official connection with a railroad 
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seeking relief under the law within a year of the making of the 
application was appointed trustee, one or more additional trustees 
must be appointed. The court said it disapproved of boards of 
trustees as conducing to expense and delays and as dividing 
responsibilities. It said experience showed that, in such cases, 
decisions were usually made by one of the trustees and merely 
approved by the others. In matters such as railroad reorganiza- 
tions it was the opinion of the court that the work could best 
be carried on under the individual responsibility of a single 
trustee—hence the appointment of one whose name had “not 
been suggested by anyone at any time.” 


I. C. C. CASES IN SUPREME COURT 


The Commission has only five cases, two of which are before 
the court on petitions for rehearing, pending in the Supreme 
Court of the United States, which will resume its sessions 
October 7. 

The cases pending on petitions for rehearing are: 

No. 606, The Youngstown Sheet & Tube Co. et al., appel- 
lants, vs. United States et al., appellees. A suit to set aside 
the Commission’s order of December 5, 1933, in I. and S. No. 
3282, coal, bituminous, ex-river, from Colona and Conway to 
Youngstown, O., prescribing increased rates from Ohio River 
points to certain destinations in Ohio, 163 I. C. C. 3, and 185 I. C. 
Cc. 211. Order of Commission sustained in decision of May 
20, 1935. 

No. 608, The Valley Camp Coal Co, et al., appellants, vs. 
Unite States et al. Suit in equity to set aside the Commission’s 
order in I. and S. No. 3282, this being referred to as ex-river coal 
rates case No. 2. The Commission’s order in this case was sus- 
tained May 30, 1935. 

The three other cases pending in the court are: 

No. 611, Baltimore & Ohio et al., appellants, vs. United States 
et al. Suit in equity to set aside Commission’s order of July 3, 
1933, Docket No. 24089, as amended by its order of January 8, 
1934, prescribing just, reasonable and equitable divisions of rates 
on citrus fruit from Florida to points in official territory and 
ordering a retroactive adjustment of such divisions in favor of 
the southern lines back to November 22, 1930, 194 I. C. C. 729 
and 198 I. C. C. 375. 

No. 616, Atlanta, Birmingham & Coast Railroad Co., appel- 
lant, vs. United States et al. Suit in equity to set aside Commis- 
sion’s order of July 9, 1934, prescribing accounting classification 
to the statement of the investment of the Atlantic Coast Line in 
capital stock of the Atlanta, Birmingham & Coast, docket No. 
25170, 201 I. C. C. 645. 

No. 617, United States et al., appellants, vs. State of Idaho 
et al. Suit in equity to set aside Commission’s order of Novem- 
tber 29, 1933, authorizing the Oregon Short Line Railroad Co. 
to abandon what is known as the Talbot Branch, in Teton County, 
Ida., 193 I. C. C. 697. 


SUSPENDED TARIFFS 


In I. and S. No. 4142, the Commission has suspended from 
October 1 until May 1 schedules in supplement No. 39 to L. E. 
Kipp’s I. C. C. No. A-2415 and Supplement No. 34 to L. E. Kipp’s 
I. C. C. No. A-2444, The suspended schedules propose to cancel 
proportional commodity rates now applicable on packing-house 
products, carloads, from packing points in interior Iowa, south- 
ern Minnesota and on the Missouri river to Mississippi river 
crossings, when destined to points east of the Illinois-Indiana 
state line. It is proposed to apply through interterritorial 
fifth class rates in the future, which would result in increases 
ranging from % cent to 9 cents a 100 pounds. 

In I. and S. No. 4143, the Commission has suspended from 
October 1 until May 1 schedules in J. R. Peel’s I. C. C. No. 2750, 
Supplement No. 4 to B. T. Jones’ I. C. C. No. 2824, and L. E. 
Kipp’s I. C. C. No, A-2610, Supplement No, 4 to W. S. Curlett’s 
I. C. C. No. A-467, L. E. Kipp’s I. C. C. No. A-2608 and Frank 
Van Ummersen’s I. C. C. No. 262, and other tariffs. The sus- 
pended schedules propose to reduce the rates on dairy products, 
including dressed poultry, from points in Western Trunk Line 
territory and portions of southwestern territory to destinations 
in Official territory from Column 60 basis (60 per cent of Ist 
class) to Column 50 basis (50 per cent of Ist class). 


CHANGES IN DOCKET 


Hearing in I. & S. 4135, assigned for October 3, at Washington, 
D. C., before Examiner Curtis, was canceled. 

Hearing in Fourth Section Application No. 15964, assigned for 
October 1, at Washington, D. C., before Examiner H. C. wton, was 
canceled and reassigned for October 15, at Washington, D. C., before 
Examiner Lawton. 

Hearing in |. and S. No. 4129, assigned for October 3, at Buffalo, 
N. Y., before Examiner Taylor was cancelled. 

Hearing in Finance No. 10916, assigned for October 3, at Wash- 
ingtonys D. C., before Examiner T. F. Sullivan, was canceled. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from and Digests of National Reporter System, 


Reporters 
blished by West Publishing Co. St. Paul, Mina. Copyrigh 
- 7 Wests in Wack Publishing Ce.) _ 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Fifth Circuit.)—Rebates or special 
privileges granted through railway’s subsidiaries, though dis- 
guised as other transactions, would violate interstate commerce 
law (Elkins Act, sec. 1 and amendments (49 USCA, sec. 41)). 
(Kerr vs. Southwestern Lumber Co. of New Jersey, 78 Fed. Rep. 
(2) 348). 

Equity could decline to enforce shipper’s notes and pledges 
to railway’s subsidiary if constituting devices to effectuate 
rebates or special privileges, or if given pursuant to conspiracy 
or contract to violate anti-trust laws (Rev. St. Tex., 1925, arts. 
7426-7447; 15 USCA, secs. 1-33; Elkins Act, sec. 1 and amend- 
ments (49 USCA, sec 41)).—Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System. 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1935, by West Publishing Co.) 





(District Court, S. D. New York.)—Shipowner who is com- 
mon carrier is prima facie liable to owner of cargo which is 
Welivered to shipowner in apparent good order and condition for 
damage or loss of cargo as result of stranding of ship. (Daisy 
Philippine Underwear Co. vs. United States Steel Products Co., 
11 Fed. Supp. 175.) 

Shipowner who is common carrier cannot by contract exempt 
itself from liability for loss or damage to cargo resulting from 
negligence of shipowner’s employes.—Ibid. 

Under Harter Act, shipowner had burden of proving that 
ship was in all respects seaworthy at time she sailed for in- 
tended voyage or that owner used due diligence to make her 
seaworthy (Harter Act, sec. 3, 46 USCA, sec. 192).—Ibid. 

Under Harter Act, shipowner cannot claim exemption if 
vessel was in fact unseaworthy when she sailed from port of 
loading because of lack of due diligence of owner, whether or 
not there is any causal relation between defect and disaster 
(Hart Act, sec. 3, 49 USCA, sec. 192).—Ibid. 


Statement in text-books and manuals concerning importance 
of keeping charts corrected, “up-to-date,” and “down to time of 
sailing” represented only opinions and advice of authors and did 
not establish general custom or fix standard of seaworthiness, 
as regards whether shipowner used due diligence in making ship 
seaworthy as respects charts furnished so as to be entitled to 
exemption from liability for cargo claims resulting from faults 
or errors in navigation or management of ship (Harter Act, sec. 
3, 46 USCA, sec. 192).—Ibid. 


Shipowner which used due diligence to make ship seaworthy 
was not liable for cargo claims resulting from faults or errors 
in navigation or management of ship, notwithstanding that navi- 
gating officers conducted navigation in negligent and unskilful 
manner, since such circumstances did not signify that navigating 
officers were incompetent in view of their previous records, 
which were such as to relieve owner of charge of lack of ex- 
ercise of due diligence in appointing officers (Harter Act, 
sec, 3, 46 USCA, sec. 192).—Ibid. 


Shipowner which provided ship with sufficient charts, light 
books, and up-to-date supplements to conduct safe navigation of 
ship used due diligence to make ship seaworthy, notwithstand- 
ing that navigator might find it necessary to consult both chart 
and light books to obtain complete information desired, or that 
information in supplements concerning recently established 
lights was not noted on charts, and was exempt from cargo 
claims arising out of stranding of ship because of failure of navi- 
gating officers to properly use charts, light books, and supple- 
ments, since cause of stranding of ship was fault or error in 
navigation or in management of ship (Harter Act, sec. 3, 
46 USCA, sec, 192).—Ibid. 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended September 28 
totaled 630,771 cars, 76,873 under the preceding week, 15,313 
under the corresponding week last year, and 38,415 under the 
corresponding 1933 week. The decrease as compared with the 
preceding week was attributed largely to the coal strike in effect 
at the time. Miscellaneous loading totaled 270,315 cars; mer- 
chandise, 167,228; coal, 62,997; grain and products, 39,196; live- 
stock, 18,299; forest products, 32,450; ore, 33,609; coke, 6,677. 

Revenue freight loading the week ended September 21 totaled 
707,644 cars, an increase of 7,287 cars over the preceding week, 
63,146 cars over the corresponding week in 1934 and 47,778 cars 
over the corresponding week in 1933 (see Traffic World, Sep- 
tember 28). 

All districts except the Central Western reported increases 
for the week of September 21, compared with the corresponding 
week last year, in the number of cars loaded with revenue freight. 
Compared with the corresponding week in 1933, all districts 
showed increases. 

Loading of revenue freight in 1935 compared with the two 
previous years follows: 





1934 1933 

4 weeks in January 2,183,081 1,924,208 
4 weeks in February 2,314,475 1,970,566 
5 weeks in March ..... 3,067,612 2,354,521 
4 weeks in April ....... 2,340,460 2,025,564 
4 weeks in May ....... 2,446,365 2°143, 194 
S Weeks Ti JUNG. .2.6ccec0 3,084,630 2, 926, 247 
a ee ae reer be 2,351,015 2; 498, 390 
EE eee ee 3,072,864 3,204,919 
Week of September 7 ....sccccccss 592,786 563,883 577,933 
Week of September 14 ............ 700,357 647,485 660,086 
Week of September 21 ............ 707,644 644,498 659,866 

NONE © oasis. dba clew eaecieneawieeaeive 22,507,647 22,716,368 20,945,494 


Revenue freight loading the week ended September 21 and 
for the corresponding period of 1934, by districts, was reported 
as follows: 


Eastern district: Grain and grain products, 5,938 and 5,448; live 
stock, 1,134 and 1,582; coal, 29,240 and 26,724; coke, 1,840 and 1,406; 
forest products, 1,998 and 1,466; ore, 3,484 and 2,330; merchandise, 
L. C. L., 44,659 and 42,895; miscellaneous, 59,448 and 51,907; total, 
1935, 147,741; 1934, 133,758; 1933, 141,091. 

Allegheny district: Grain and grain products, 3,242 and 2,873; 
live stock, 1,074 and 1,670; coal, 82,999 and 29,188; coke, 2,535 and 
2,079; forest products, 1,148 and 1,057; ore, 6,675 and 3,603; merchan- 
dise, L. C. L., 31,153 and 30,354; miscellaneous, 53,457 and 44,796; 
total, 1935, 132,283; 1934, 115,620; 1933, 125,813. 

Pocahontas district: Grain and grain products, 293 and 319; live 
stock, 308 and 245; coal, 34,667 and 30,287; coke, 537 and 410; forest 
products, 719 and 529; ore, 231 and 164; merchandise, L. C. L., 5,535 
and 5,440; miscellaneous, 6,966 and 6,054; total, 1935, 49,256; 1934, 
43,448; 1933, 48,680. 

Southern district: Grain and grain products, 2,502 and 2,488; live 
stock, 1,286 and 1,069; coal, 17,601 and 15,281; coke, 275 and 232; 
forest products, 8,747 and 6,646; ore, 488 and 347; merchandise, L. 


C. L., 28,494 and 28,788; miscellaneous, 42,620 and 33,665; total, 1935, 
102,013; 1934, 88,516; 1933, 89,713. 
Northwestern district: Grain and grain products, 15,564 and 


9,006; live stock, 4,980 and 12,087; coal, 5,620 and 6,113; coke, 1,101 
and 752; —_ products, 9,923 and 6,391; ore, 23,511 and 15,370; 
merchandise, L. C. L., 19,598 and 19,772; ‘miscellaneous, 32,532 and 
30,018; total, 1935, 112, $29; 1934, 99,509; 1933, 99,831. 

Central ‘western district: Grain and grain products, 10,092 and 
8,766; live stock, 7,120 and 12,491; coal, 8,833 and 10,041; coke, 142 
and 204; forest products, 6,004 and 4,191; ore, 1,642 and 2,234; mer- 


chandise, L. C. L., 24,483 and 23,821; miscellaneous, 46,317 and 
43,717; total, 1935, 104,643; 1934, 105,465; 1933, 99,783. 
Southwestern district: Grain and grain products, 4,921 and 


4,065; live stock, 2,597 and 3,104; coal, 4,274 and 3,805; coke, 131 and 
208; ‘forest preducts, 4,519 and 2,835; ore, 279 and 178; merchandise, 

‘C. L., 12,708 and 13,012; miscellaneous, 29,450 and 30,975; total, 
1986. 58,879; "1934, 58, 182; 1933, 54,955. 


Regional Board Estimates 
Freight car loadings in the fourth quarter of 1935 are ex- 
pected to be about 6.4 per cent above actual loadings in the 
same quarter in 1934, according to estimates compiled by the 


thirteen Shippers’ Regional Boards. 
On the basis of these estimates, freight car loadings of the 
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twenty-nine principal commodities will be 4,805,388 cars in the 
fourth quarter of 1935, compared with 4,515,835 actual loadings 
for the same commodities in the corresponding period last year. 

Twelve of the thirteen Shippers’ Regional Advisory Boards 
estimate an increase in the loadings for the fourth quarter of 
1935 compared with the same period in 1934, the only one estimat- 
ing a decrease being the Trans-Missouri-Kansas Board which 
covers the states of Arkansas, Missouri and Kansas, and north- 
eastern Oklahoma. 

The tabulation below shows the total loading for each dis- 
trict for the fourth quarter of 1934, the estimated loadings for 
the fourth quarter of 1935, and the percentage of increase or 
decrease: 


Shippers’ Advisory Actual Load- Estimated Load- Per Cent 








3oards ings, 1934 ings, 1935 Increase 

0 rer errr 618,626 662,531 7.1 
oe dle eee sm 164,149 174,336 6.2 
EPOCINC INGFUNWESE 2. cciciccccses 140,336 170,361 21.4 
eee are ere 426,047 454,111 6.6 
em rat 313,759 324,373 3.4 
0 eee eer 215,590 283,173 31.3 
DO ee 536,700 554,758 8.4 
Central Western .2...scccsacese 220,841 229,440 3.9 
(eee eee 114,163 117,495 + 2.9 
oo .., rer reer 234,369 250,371 6.8 
errr re 648,056 700,977 8.2 
(Oe "a re 592,909 607,629 2.5 
Trans-Missouri-Kansas ........ 290,290 275,833 5.0* 

PE ss Oscars Reese 4,515,835 4,805,388 6.4 

*Decrease, 


Of the twenty-nine commodities included in the estimate, in- 
creases are expected in twenty-five while decreases are expected 
in four, The twenty-five for which an increase is estimated 
follow: Grain; flour, meal and other mill products; cotton; 
cotton seed and products except oil; citrus fruits; other fresh 
fruits; potatoes; other fresh vegetables; coal and coke; ore and 
concentrates; gravel, sand and stone; salt; lumber and forest 
products; petroleum and petroleum products; sugar, syrup and 
molasses; iron and steel; machinery and boilers; brick and clay 
products; lime and plaster; agricultural implements and vehicles 
other than, automobiles; automobiles, trucks and parts; fertiliz- 
ers; paper, paper board and prepared roofing; chemicals and 
explosives and canned goods, including canned food products. 

The four commodities for which a decrease is estimated are: 
Hay, straw and alfalfa; live stock; poultry and dairy products 
and cement. 


The reduction anticipated for the fourth quarter of this year 
in the movement of live stock results from the fact that such 
shipments were stimulated in 1934 because the government was 
buying and shipping live stock from the drought areas. 


Of the commodities for which increases are estimated in 
the fourth quarter of 1935 compared with the same period last 
year, those showing the largest percentage of increase are: 
Automobiles, trucks and parts 108.6 per cent; agricultural imple- 
ments and vehicles other than automobiles, 36.3 per cent; grain, 
25.4 per cent; iron and steel, 22.3 per cent; lumber and forest 
products, 16.7 per cent; brick and clay products, 15.9 per cent; 
fresh fruits other than citrus fruits, 14.4 per cent; machinery 
and boilers, 14.4 per cent; cotton, 13.8 per cent, and ore and 
concentrates, 13 per cent. 


In respect to automobiles, trucks and parts, the increase 
anticipated for the fourth quarter this year compared with 1934 
is due in part to the fact that the automotive industry is now 
producing its new models in the last part of the year instead 
of the early months which was formerly the practice. 

The estimated car loadings for the fourth quarter of 1935 
together with the actual car loadings for the same period in 
1934 and the percentage of increase or decrease for each of the 
twenty-nine commodities included in the forecast of the Ship- 
pers’ Regional Advisory Boards follow: 








Revenue Freight Car Loading Week Ended Saturday, Sept. 21 


Grain and Live 
grain prod. stock Coal 
1935 42,552 18,499 133,234 
ee | eer 1934 32,965 32,248 121,439 
1933 33,806 21,702 120,890 
Preceding week Sept. 14 ....... 1935 43,806 17,713 138,563 
Per cent increase over .......... 1934 mek Bs 
Per cent decrease under ........ 1934 42.6 
Per cent increase Over .......... 1933 25.9 10.2 
Per cent decrease under ......... 1933 14.8 
f 1935 1,124,156 474,432 4,393,361 
Cumulative 38 weeks to Sept. 2141934 1,250,797 758,271 4,409,004 
[1933 1,255,589 614,447 3,966,801 
Per cent increase over .......... 1934 « 
Per cent decrease under ........ 1934 10.1 37.4 r 
Per cent increase over ...... bene ke 10.8 
Per cent decrease under ......... 1933 10.5 22.8 


Per cent to 15 year average 72.5. 


Forest Mdse. 
Coke products Ore L. C. L. Miscellaneous Total 
6,571 33,058 36,310 166,630 270,790 707,644 
5,291 23,115 24,226 164,082 241,132 644,498 
6,648 25,489 37,986 174,839 238,506 659,866 
6,539 31,245 34,284 165,829 262,378 700,357 
24.2 43.0 49.9 1.6 12.3 9.8 
29.7 13.5 7.2 
1.2 4.4 4.7 
239,399 982,879 742,215 5,912,645 8,638,560 22,507,647 
255,760 859,602 661,747 6,068,001 8,453,186 22,716,368 
204,040 789,411 540,139 6,164,903 7,410,164 20,945,494 
14.3 12.2 2.2 
6.4 2.6 F 
17.3 24.5 37.4 - 16.6 7.5 
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October 5, 1935 


Estmtd. 
-—Carloadings——,_ In- De- 
Actual Estimated crease crease 

Commodity 1934 1935 % % 
a eS ee eee ee 180,098 225,918 25.4 nae 
Flour, meal & other mill products 168,648 172,661 2.4 or 
Hay, straw and alfalfa.......... 56,027 38,209 distin 31.8 
PE. écawaatevcotaneaass c64e 8S 00 66,619 75,796 13.8 wakaes 
Cotton seed and products, ex- 

SL EE Ziscscvcasetas ars cune 36,902 39,688 7.5 — 
a ee eee 26,481 27,069 2.2 - 
Other PPS. MUGS. «6.0.0. cecesecs 65,797 75,288 14.4 = 
0! eee hcancnton 53,021 54,829 3.4 = 
Other fresh vegetables.......... 49,807 53,976 8.4 ane 
Se aa ee ree 294,826 223,089 ae ae 24.3 
Poultry and dairy products...... 31,137 30,098 ae 3.3 
rer arr rer eS 1,749,355 1,817,182 3.9 a, 
Ore and concentrates............ 115,036 130,043 13.0 
Gravel, sand and stone......... 241,020 261,288 8.4 
NN Macins. Saha ie Sak een wa acaba 29,579 29,946 1.2 
Lumber and forest products.... 293,115 342,119 16.7 
Petroleum & petroleum products 446,426 456,902 2.3 
Sugar, syrup and molasses...... 41,252 45,136 9.4 
Se reer ere eee 192,189 234,963 22.3 
Machinery and boilers........... 16,018 18,321 14.4 Pace 
ee err ere 81,640 79,460 ee 2.7 
Brick and clay products......... 36,669 42,501 15.9 cau 
LAD GUE PUBL. . o.0.60:6 cc cvswee 19,846 22,295 12.3 
Agric. implements and vehicles 

other than automobiles...... 7,073 9,638 36.3 
Automobiles, trucks and parts.. 63,831 133,121 108.6 
Fortilisers, all Kinds... .... 06.00%. 31,037 32,578 5.0 
Paper, paper board and prepared 

CO RS rE re 63,346 70,150 10.7 
Chemicals and explosives........ 22,384 23,825 6.4 
Canned goods—all canned food 

products (includes catsup, 

jams, jellies, olives, pickles, 

a ee rere 36,656 39,299 7.2 


TORRE i osne cdc css ssusenes 4,515,835 4,805,388 6.4 eee 


NEW ENGLAND BOARD MEETING 


Commodity committee reports presented at the meeting of 
the New England Shippers’ Advisory Board, at Hartford, Conn., 
September 27, forecast an increase of 3 per cent in carloadings 
for the last quarter of 1935 as compared with the last quarter of 
1934. On only four commodities were decreases predicted. 

J. M. Fitzgerald, vice-chairman, Committee on Public Rela- 
tions of the Eastern Railroads, New York, spoke on the relations 
of 'the government and the railroads. He said the government 
and the people were generally friendly toward the railroads 
when the country was prosperous because the tax income of 
the government from the railroads “mounts higher and higher.” 
In times of depression, however, he said, the public began to 
feel this transportation tax burden because it added to its cost 
and “the cost of transportation service must finally be paid by 
someone.” 

W. H. Day, transportation commissioner, Boston Chamber 
of Commerce, warned those interested that, because such bills 
as the full-crew and six-hour day were not adopted at the 
recent session of Congress, they must not lose interest in 
opposing them. These bills, would, he said, undoubtedly be 
brought forward at the coming session and steps must be taken 
to combat them. 

W. H. Price, traffic manager, J. B. Williams Company, spoke 
on the competition for traffic between the railroads and the motor 
trucks. He said the sane thing for the railroads to do would 
be to concentrate on carload traffic, the profitable part of their 
freight traffic, and to worry less about L. C. L. traffic, which 
was non-profitable to the railroads, except in so far as a move- 
ment of consolidated carloads could be developed by a modifica- 
tion of Classification Rule 10. 

It was voted to hold the next meeting of the board at the 
Copley-Plaza Hotel, Boston, in March, 1936, the exact date to be 
set by the executive committee. 


DOWNS TALKS TO COAL MEN 


Producer, retailer, and railroad are all partners in the coal 
business, said L. A. Downs, president of the Illinois Central, in 
an address at a meeting of the American Bituminous Retail Asso- 
ciation at Chicago September 30. They were partners, he said, 
because they all had money invested in the business, the rail- 
road no less than either of the other two. He spoke of the 
trucking of coal as “the greatest menace to the investments 
which established retailers have made,” describing the coal 
trucker as a man whose office was in his hat and who “skims the 
oe of the business in one locality” and then moves on to an- 
other. 
beginning of the movement to bring order into the chaotic con- 
dition which has been allowed to develop in this country.” He 
referred to differences in opinion between coal men and railroads 
with respect to freight rates but said he thought they got “along 
pretty well together.” He said transportation of coal was the 
cheapest transportation in the world, contrasting the price of 
rail coal transportation of one-half cent a ton mile with the gen- 
eral average of freight of one cent and the average passenger 
fare-mile of two cents, 
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Conn Seeks Transport Policy 


Vice-President of Transportation Association of 
America, in Speech at Rochester, Sees Trend 
Toward Government Ownership and 
Points a Way Out 


The Transportation Association of America was organized 
“to combat government ownership and operation of any form of 
transportation with the inevitable further participation by gov- 
ernment in private business,’ said Donald D. Conn, executive 
vice-president of the association, in an address on “The Lack of, 
and Need for a Sound National Transportation Policy,’ before 
the meeting of the Atlantic States Advisory Board at Rochester, 
N. Y., October 3. He said the first step in combating the trend 
toward government ownership was the formation of such a na- 
tional transportation policy, the lack of which was chiefly re- 
sponsible for most of the transportation confusion at present 
confronting the country. Such a policy, he said, could only be 
formulated after careful, disinterested research, a program for 
which the association had already adopted. 

He said the association “favored the coordination of the 
various forms of transportation to the end that our national 
systems will operate competitively, economically, and profitably 
in the public interest.” He said it was the association’s position 
that all business, including transportation, should be owned and 
managed by private enterprise “with a minimum of government 
interference, either federal or state. Government should be 
confined to the functions defined by our Constitution. It is not 
a function of government to enter the field of regulation wher- 
ever it desires but only wherever it should to protect the public 
interest.” He said the tendency in government had been to 
follow organized minorities instead of being responsive to “‘broad 
public demand,” and that, therefore, “a widespread and informed 
public opinion, predicated on the results of impartial research” 
was essential to the solution of our transportation problems. 


Pictures Financial Chaos 


The chaotic financial condition of all forms of transportation 
was, in great measure, due to lack of public understanding, he 
said. He cited the fact that only seven of the fifty largest rail- 
roads in the United States had earned fixed charges in the first six 
months of this year, that 43 failed to earn enough to meet their 
financial obligations, that many more failed to earn their fixed 
charges, and that “an alarmingly large percentage” were in bank- 
ruptcy as proofs of “a lack of understanding and public consid- 
eration of the entire transportation question.” 

Railroads, he added, were not the only types of transporta- 
tion currently in financial difficulties. He asserted that 75 per 
cent of common carrier truck operators were doing business at a 
net loss, notwithstanding the fact that, for the most part, they 
were not making full allowances for depreciation, replacement, 
and insurance and were not according fair treatment to labor 
in wages and hours of work. Few, if any, truck operators, if 
they took those things into consideration, he said, “would be able 
to show sufficient net earnings to compensate properly the actual 
capital invested” in their businesses. 

Coastwise, intercoastal, and inland water shipping was in 
the same financial predicament, he said, asserting that no class 
of water carriers as a group was operating on a basis of cost 
plus profit. Commercial aviation, he said, was “nearer govern- 
ment ownership than is generally appreciated.” Profits per- 
mitted under the law were not sufficient to maintain the present 
private investments in air enterprises without considering the 
need for new capital, he added. 

If this financial trend continued, he said, the system of 
private ownership of transportation would fail and “the people 
will, in turn, pay for public ownership and operation at whatever 
the price may be.” He added the warning that government 
ownership in transportation would be the prelude to the socializa- 
tion of all basic industry in this country. 


People, Not Law-Makers, to Blame 


He said it was futile to lay the blame for this condition on 
legislatures and regulatory bodies. The responsibility, he said, 
rested on the public at large, because, under our system of 
government, law-making bodies must interpret the will of the 
people. That will, so far as transportation was concerned, he 
said, had never been “clearly and unmistakably crystallized,” 
and until it was we could not expect intelligent help in solving 
the problem from legislators. It was because a sound transporta- 
tion policy had never been formulated and brought to bear on 
the public will that “regulatory laws pertaining to transportation 
had been punitive and restrictive instead of encouraging develop- 
ment along constructive lines,” he said. 

He said that lack of policy never was made clearer than in 
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the contradictions existent in our present regulatory set-up. 
He said that, with reference to the railroads, the public policy 
first encouraged the building of a multitude of small lines; 
then the trend was toward consolidation into large systems, 
until, at the turn of the century, the legislative ideas swung 
toward restrictions of great railroad systems. In 1920, he 
added, congress awoke to the fact that duplicated rail sys- 
tems meant wasteful transportation and adopted legislation 
favorable to consolidations, and now, in 1935, the same congress 
had launched an investigation of “the very holding companies 
which were set up to take advantage of the mandate in the 
transportation act of 1920.” 

He pointed out that, though the country had long since 
learned that legislation was necessary to insure fair and rea- 
sonable charges for railroad shipping and to prevent discrim- 
inations and rebates, this knowledge had not been made use 
of in regulating other types of transportation until the adoption, 
recently, of the motor carrier act. Waterways, he said, were 
still regulated loosely under the shipping act, while air carriers 
were so badly “restricted, restrained and persecuted” by recent 
legislation that private investment in them was throttled. 


Uneconomic Administration 


He spoke of the administration of existing laws as “un- 
economic in basic fundamentals,” calling attention to delays in 
court and commission matters so that, not infrequently, the 
condition a proceeding was intended to clear up had entirely 
disappeared or perhaps been completely reversed by the time 
a decision was made. 


Summing these considerations up, he said: 


The fact remains that, due to a lack of public understanding and 
Sympathy with the real problems of eur transportation question, the 
political treatment which this industry has received at the hands of 
uninstructed legislatures has resulted in a vacillating policy of puni- 
tive and restrictive regulation without any consideration of the real 
economic needs of either the people or the agencies which serve them. 


Lack of a policy of coordination of the various systems of 
transportation, he said, was illustrated in the inconsistencies 
of water shipping laws. Laws intended to protect local shipping 
interests along the coasts, he said, disturbed long-existing rela- 
tionships among railroads and shipping interests on the Great 
Lakes. Tolls were collected at the Panama Canal but at no 
other canal controlled by our government, he said. He pointed 
out that over three billion dollars had been spent by the gov- 
ernment on water transportation “without consideration of the 
effect on land transportation or service to the people as a whole.” 
Similarly, he said, sixteen billion dollars of public money had 
been spent on the highways, and another sixteen billion dollars’ 
worth of equipment put on them, all “with no predetermined 
knowledge as to where and how this mode of transportation 
could and should be coordinated with our existing rail or water 
agencies.” On this point, he said: 


A total of between sixty and seventy billion dollars has been 
spent in the various forms of transportation and we are still without 
a definite public policy as to how this great instrumentality can be 
best fitted together to serve the people who have paid for it. The 
total amount of available traffic, present and potential, cannot 
possibly sustain such a investment. The gross bill which the people 
can and will pay for transportation will not exceed ten or twelve 
billons a year. en before any expenses of operating this huge 
system are deducted, the annual turnover is only about one-sixth 
of the investment. 


What the Association Hopes to Do 


Summing up these considerations, and speaking, in closing, 
of the part the Transportation Association of America hoped to 
play in solving these problems, he said: 


Each of the various forms of transportation is needed. Each 
mode should be utilized properly. Progress cannot be stifled. Self- 
interest must give way to public need. A vital need exists, however, 
for an intelligent approach to a sound national solution of this per- 
plexing problem. 

Several years ago, an independent committee of noted citizens, 
commonly known as the Coolidge committee, seriously and intelli- 
a, studied this transportation problem. Although sane and prac- 
ical conclusions were found, no definite action has as yet resulted. 

Until the public at large, who, in the last analysis, pay the bill, 
can be properly aroused to action and will interest themselves in 
the fundamental issues, no permanent relief can be expected. Only 
the spectre of government ownership confronts us. The development 
of competing modes of transport, unchecked and largely unrestrained, 
engaged in destructive and costly competition within and between 
each mode of transport, contrary to public interest, will continue 
until a sound national policy is determined and adopted. Whether 
railroads are over-regulated and other forms of transport under- 
regulated is not the important issue. Comparable and intelligent 
regulation, not restrictive or burdensome, but progressive and con- 
structive, is the paramount need. Sectional demands and self-in- 
terest will continue .to govern, political expediency and demagogic 
persuasion will be accepted as the public will, until real facts are 
segregated from superficial motives, and fundamental principles are 
recognized and established. 

The Transportation Association of America, with a membership 
drawn from all classes of the people, from all parts of the country— 
from agriculture, industry, finance, and all froms of transportation: 
from employe and employer; from the city and from the farm—will 
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attempt to determine a sound national transportation policy for the 
future, to the end that the public shall always receive the best, most 
convenient, and most economical service, and that the fundamental 
principle of Americanism, private investment, and private enterprise, 
shall be perpetuated in transportation, the nation’s largest commercial 


industry. ’ 
Atlantic States Traffic Up 


Commodity committee reports presented to the meeting indi- 
cated an increase of 554,000 carloads in freight in the region in 
the fourth quarter of 1935 as compared with the fourth quarter of 
1934. This was an expected increase of 3.4 per cent. Some of the 
heavier increases predicted were on automotive parts and ac- 
cessories, 30 per cent; iron and steel, 20 per cent; castings, 
machinery and boilers, 20.9 per cent; brick and clay products, 
20 per cent; paper and roofing, 16.4 per cent. Gravel, sand, 
stone and cement were the only commodities on which decreases 
were forecast. 

Among the subjects discussed by the meeting were the es- 
tablishment of a joint inspection agency for all commodities 
except perishables, the proposed New Jersey-Brooklyn freight 
tunnel, extension of freight pick-up and delivery in Official Ter- 
ritory, proposed increases in container rates, and the effects of 
the Commission’s decision in Ex Parte 104, part 2. 

In addition to Mr. Conn the speakers were Charles Raper, 
dean, college of business administration, Syracuse University, 
Syracuse, N. Y., who spoke on “The Motor Carrier Act”; John 
P. Boylan, president, Rochester Chamber of Commerce, and 
Harper Sibley, president, United States Chamber of Commerce, 
Washington, D. C., who spoke on “Some Issues Business Men 
Have) to Face.” 


MIDWEST BOARD MEETING 


Increases in carloadings for the region covered by the Mid- 
west Shippers’ Advisory Board of 8.2 per cent for the last quarter 
of 1935 as compared with the last quarter of 1934 were predicted 
in commodity committee reports submitted at the meeting of 
the board at Davenport, Iowa, October 3. Commodities on which 
heavy increases were forecast included automobiles and trucks, 
60 per cent; agricultural implements, 40 per cent; iron and 
steel, 25 per cent, and lumber, 25 per cent. A decrease of 30 
per cent in the shipments of live stock was predicted, and of 
32 per cent in shipments of cement. The general tone of -he 
meeting was one of optimism. 

Speakers at the meeting included R. S. Henry, assistant to 
the president, Association of American Railroads, Washington, 
D. C., who spoke on the work of the association, and George N. 
Peek, government advisor on foreign trade and former president 
of the Export and Import Bank, Washington, D. C., who talked 
on the future of American foreign trade. Merle F. Wells, mayor 
of Davenport, made an address of welcome. 

At a dinner tendered the members of the board by the 
Tri-Cities Traffic Club, at the Blackhawk Hotel the evening 
before the meeting, Sidney L. Miller, professor of transporta- 
tion, University of Iowa, Iowa City, spoke on “War Clouds Over 
Europe.” More than 250 were present at the dinner and over 200 
registered at the meeting. 


SHIPPING OF LIVESTOCK 


More humane treatment of livestock through improved ship- 
ping methods, control of animal diseases and parasites, and 
better methods of handling stock, was reported October 2 by 
Dr. John R. Mohler, chief of the Bureau of Animal Industry, 
U. S. Department of Agriculture, in a talk at the fifty-ninth 
annual convention of the American Humane Association at 
Washington, D. C. 

Unloading of livestock from railroad cars for feed, water, 
and rest every 28 hours, which is required by law, has been re- 
sponsible for gréat improvement in the care of animals shipped 
to markets, Doctor Mohler pointed out. When animals are 
shipped in especially equipped railroad cars and are fed and 
watered, unloading en route is not required. 

“Charges of violating this law in recent years have seldom 
exceeded 150 a year, whereas in 1921 they numbered 2,165,” 
Doctor Mohler said. 

“The Bureau has conducted supplementary educational 
work on points not covered by the shipping law. Exposure of 
livestock shipments to severe winter weather has been lessened 
by getting shippers to line the lower parts of railroad cars with 
tar paper. Some railroads have been induced to install spray- 
ing devices for keeping animals, particularly hogs, cool in the 
summer. Federal inspectors are at hand to see that the animals 
receive proper care when they arrive at the markets. 

“We caution farmers not to ship hogs and sheet in the 
same cars or trucks. When confined together, hogs often attack 
and mangle the sheep. Our inspectors stationed at the stock- 
yards are constantly on the watch for protruding nails in live- 
stock chutes, for missing cleats that permit animals to fall or 
slip, and for other things which may cause injury,” 
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COORDINATOR AND RAILROADS 
The Traffic World Washington Bureau 


Inquiries made this week as to what Coordinator Eastman 
and the Association of American Railroads were doing in the 
way of promoting elimination of railroad “wastes and unneces- 
sary expense”’—which the Coordinator has said was one of the 
chief purposes of the emergency railroad transportation act of 
1933—revealed that, so far as putting into effect any changes 
proposed is concerned, the situation now was about the same as 
it was last June when Coordinator Eastman made public a sum- 
mary of his work for the period June, 1933, to June, 1935 (see 
Traffic World, June 15, p. 1149). 

At that time the Coordinator reviewed the reports and 
recommendations that had been made by him and his staff and 
indicated the scope of forthcoming reports, the majority of 
which were made public in the summer months. These reports 
are now before the railroads for action. Some of them, such as 
the Turney merchandise traffic report, in which the conclusion 
was reached that merchandise should be pooled and handled by 
two nation-wide competing companies, have been before the 
railroads for months, Reference was made in the Coordinator’s 
summary to steps taken by the railroads to bring about greater 
cooperation with each other in the matter of purchases. There 
was also reference to proposals relating to establishment of a 
clearing house for the handling of intercompany settlements 
and to handling of fiscal and related matters, All these things 
are being studied by railroad officials. 

Though the labor provisions of the emergency act, section 
7 (b), due to the operation of the provision allowing deductions 
in employment up to 5 per cent a year of the number of railroad 
employes in service in May, 1933 (see Traffic World, July 27, p. 
145), and to increased employment, are not as restrictive now 
as they were in the first year the act was in effect, and there is 
“leeway,” in the opinion of Coordinator Eastman, for effecting 
economies at the expense of labor that heretofore could not 
have been effected under the act, no action has been taken that 
has resulted in a reduction of employment under the act. 


The first part of August (see Traffic World, August 3, p. 189) 
J. J. Pelley, president of the Association of American Railroads, 
stated in reply to an inquiry that the answer was “yes” to a 
question as to whether the railroads would take advantage of 
the “leeway” that had been spoken of by Coordinator East- 
man, At that time he said a number of plans on which the 
railroads had been working had reached the point where they 
were nearly ready for putting in operation. 


Coordinator Eastman is waiting for replies from the rail- 
roads to the recommendations made in the reports of his staff 
and the railroads have these reports under consideration. 

In the meantime, the Coordinator is pushing studies of pro- 
posed terminal] unification projects at Kansas City, Indianapolis, 
and Birmingham. The consummation of these projects would 
affect labor and the Coordinator said, in reply to a question on 
that point, that he might use his power under the act to issue 
orders requiring the changes to be made. Such orders, it is 
expected, probably would be brought before the Commission and, 
if necessary, the courts, for review, particularly by railroad labor 
groups. Suggestion that economies in railroad operation be made 
under the act at the expense of labor have brought forth many 
protests and members of Congress have been appealed to to 
prevent the changes being made. 

The Coordinator and his staff at this time are also engaged 
in study of the Turney and other reports with a view to finding 
things that the railroads may adopt voluntarily. The Coordina- 
tor’s section of property and equipment is pursuing its inquiry as 
to whether freight containers offer a means of providing better 
transportation service at lower cost. The subject of accessorial 
charges is also under investigation. 

The Turney reports on passenger traffic and freight traffic 
and other reports of the section of transportation service are 
before the railroads for consideration. 

In the summary of the Coordinator referred to above it 
was pointed out that the car pooling plan recommended by the 
section of car pooling was considered first by the railroad coor- 
dinating committees and later by the Association of American 
Railroads which rejected the pooling plan. The association 
adopted a plan of average per diem payments for the use of 
foreign cars aS a measure for reducing unnecessary empty 
mileage. 

Mr. Pelley, when asked about the work of the association, 
said there was nothing to be said at this time with respect to 
developments. 


HANDLING FRUITS AND VEGETABLES 
The U. S. Department of Agriculture has completed a two- 
year study of the handling of fruits and vegetables made with 
a view to ascertaining causes of losses. The department says 
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the study reveals that most of the fresh fruits and vegetables 
lost to distributors and consumers from careless handling and 
disease can be saved by careful handling and refrigeration. 
Any handling in transit or by distributors which bruises or 
breaks the skin, says the Bureau of Plant Industry at Knoxville, 
Tenn., which supervised the study, may be termed “careless,” 
for then disease organisms may enter. 


PASSENGER FARES 
The Traffic World Washington Bureau 


The Commission heard argument October 3 and 4 in No. 
26550, passenger fares and surcharges, and No. 26575, Georgia 
passenger fares, with Examiner Koch’s proposed report in No. 
26550 as the principal basis for discussion. Counsel elaborated 
on views set forth in briefs recently filed with the Commission. 
(See Traffic World, Sept 21, p. 467, and Sept 28, p. 511.) Time 
was assigned to counsel as follows: Thomas P. Healy, eastern 
lines other than the Baltimore & Ohio, three hours; Charles R. 
Webber, Baltimore & Ohio, thirty minutes; R. S. Outlaw, west- 
ern lines, one hour; R. E. Quirk, Chicago, North Shore & Mil- 
waukee, thirty minutes; R. B. Gwathmey, Atlantic Coast Line, 
thirty minutes; H. L. Walker, Southern, one hour; Ivan Bowen, 
National Association of Motor Bus Operators, fifteen minutes, 
and John E. Benton, general counsel, National Association Rail- 
road and Utilities Commissioners, one hour. 


The bus operators’ association takes the position that the 
Commission, in view of the fact that since the investigation 
was begun Congress passed the motor carrier act of 1935 pro- 
viding for regulation of charges of motor carriers subject to 
the act, the Commission may not now in this investigation ap- 
prove such recommendations as those made by Examiner Koch, 
looking to a reduction in passenger fares, because such recom- 
mendations, it contends, are predicated on the idea that reduc- 
tions should be made to enable the rail lines to regain traffic 
from the highway carriers. The association contends the Com- 
mission, with jurisdiction over both classes of carriers, may not 
make rates on any such theory, but must regulate rates on the 
basis of what is just and reasonable for the service performed. 

“The record in this proceeding clearly indicates that the 
solution of the problem before the Commission lies in the 
elimination of the sUrcharge and the fixing of fares that will 
permit the traffic to move,” said Charles R. Webber, attorney 
for the Baltimore & Ohio Railroad Co., in a reply to exceptions 
filed in behalf of other lines in the eastern district to the pro- 
posed report of Examiner Koch in No. 26550, passenger fares 
and surcharges. 

Mr. Webber submitted argument in support of statements 
that the Commission was fully justified in the circumstances in 
this proceeding to enter upon the inquiry and to require a reduc- 
tion in fares as the examiner had recommended, and also that 
the examiner’s findings as to revenue results were fully supported 
by the evidence. The Baltimore & Ohio reiterated its con- 
tention that the Pullman surcharge should be eliminated and 
the basic fare reduced. 


“It seems clear,” said Mr. Webber, “that the reason why 
there has been a constant decrease in the movement of pas- 
sengers using the railroads is due primarily to the fares which 
were established when conditions were entirely different from 
those of today.” 

Western lines in their reply to exceptions of the Pullman 
Company to the proposed report of Examiner Koch said that, 
based on differences in cost, value of service, and different com- 
petitive conditions, the finding of the examiner that a one cent 
spread between the one way fares in sleeping and parlor cars, 
on the one hand, and coaches, on the other, and that the present 
bases of fares in the west were not unlawful, was fully justified 
by the record. They said, however, they delieved with the Pull- 
man Company that present conditions neither required nor justi- 
fied any order of the Commission fixing any differential between 
the fares for the two classes of travel. 


ONE-CENT RETURN FARES 


A new experiment in passenger fares was begun by the 
Boston and Maine October 1. At a limited number of stations 
on that line round-trip tickets to Boston were sold at one cent 
more than the one-way fare. The stations include Lynn, Salem, 
Beverly, Gloucester, Newburyport, Amesbury, Marblehead, 
Ipswich, Rowley, Salisbury and all stations on the Gloucester 
branch from Beverly to Rockport. “We hope by selling one- 
cent return trip tickets and with frequent and fast service to 
attract to the rails a considerable amount of traffic now travel- 
ing over the highways,” said John W. Rimmer, vice-president 
in charge of traffic. 
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Associated Traffic 


HE Associated Traffic Clubs of America will hold its four- 
teenth annual convention at Indianapolis, Ind., October 15 
| and 16, with a meeting of the board of directors October 14. 
The Claypool and the Lincoln are the convention hotels, but the 
business meetings and banquet will be at the Claypool. A re- 
duced rate of a fare and a third for the round trip under the 
convention certificate plan has been granted by the railroads 
and ove of the largest crowds ever to attend a convention of 
the association is expected, partly because of the excellence 
of the program and the convenience of the meeting place, and 
partly because of the growth of the organization, which now 
has 63 member clubs, with the applications of four others in 
the hands of the di- 
rectors for a vote by 
mail. A year ago 
there were 57 mem- 
ber clubs. 

The convention 
will be called _ to 
order at 10 a. m. 
Tuesday, October 15, 
by President Harold 
W. Roe. The invoca- 
tion will be by 
Father P. J. Griffin, 
Church of the As- 
sumption. President 
W. L. Snodgrass, of 
the Indianapolis 
Traffic Club, will be 
introduced and there 
will be an address 
of welcome by John 
W. Kern, mayor of 
Indianapolis. Presi- 
dent Roe, of the as- R. S. BINKERD 
sociation, will re- 
spond. After an- 
nouncements by F. 
A. Doebber, secre- 
tary of the associa- 
tion, and Otto G. 
Hagemann, chairman 
of the local conven- 
tion committee, the 
president will ap- 
point a committee to 
nominate a ticket in- 
cluding officers and 
several members of 
the board of direc- 
tors. After a roll call 
of member clubs the 
chairman of the 
board of directors, 
H. A. Palmer, will 
present his_ report. 
The first formal ad- 
dress will be by 
Luther M. Walter, 
well known commerce attorney, on “The Public Interest in 
Regulation.” There will be a general discussion from the floor. 

The formal speaker for the afternoon session will be Robert 
S. Binkerd, vice-president, Baldwin Locomotive Works, Phila- 
delphia, on the subject, “The Future of Light Weight Equip- 
ment and Power.” There will also be reports from the speakers, 
finance, membership, nominating, and education and research 
committees. 

The banquet in the evening will be held in the James 
Whitcomb Riley Room at the- Claypool Hotel. The principal 
speaker will be Harry A. Wheeler, Chicago, president of the 
Railway Business Association, chairman of the Transportation 
Conference, and former president of the Chamber of Commerce 
of the United States. His subject will be: “Government Owner- 
ship. Is It Imminent or Inevitable?” President Snodgrass, of 
the Indianapolis club, will preside in the opening stages and 
then turn the affair over to Fred A. Doebber, who, by reason of 
his long service as secretary of the association, has been hon- 
ored by his home club. with the position of toastmaster. The 
invocation will be by -Rabbi Morris M. Fuerlicht, Indianapolis 
Hebrew Congregation, and there will be an address of welcome 
by Paul V. McNutt, Governor of Indiana, After the banquet 
there will be dancing, — 
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Clubs Convention 


At the closing business session Wednesday morning there 
will be an address by Prof. L. C. Sorrell, of the University of 
Chicago, on the subject, “Education for Rail Traffic Manage- 
ment.” Officers will be elected and there will be a general dis- 
cussion of traffic club problems and activities with, perhaps, some 
further discussion of addresses that have been made. 

The evening of Monday, October 14, there will be an informal 
party in The Travertine Room, Lincoln Hotel, for all delegates 
and visitors who have arrived at that time. There will be no 
further entertainment for delegates, except the banquet, until 
after the convention adjourns, but visiting ladies will be enter- 
tained on Tuesday with a motor ride to famous Brown County, 
with luncheon at In- 
diana University, 
Bloomington. 
Wednesday morning 
they will be taken 
for an Indianapolis 
sight-seeing tour. In 
the afternoon dele- 
gates as well as 
visiting ladies will 
be taken to Indian- 
apolis Motor Speed- 
way where  profes- 
sional automobile 
drivers will stage a 
race. Arrangements 
have also been made 
for those who wish 
to play golf Wednes- 
day afternoon or 
Thursday. 

O. G. Hagemann, 
general agent, C. B. 
and Q., is chairman 
of the local commit- 
tee on arrangements 
for the convention. 
The other members 
of the committee, 
chairmen of the vari- 
ous special commit- 
tees, are as follows: 
State contact: B. M. 
Angell, traffic man- 
ager, Van Camps, In- 
corporated, and 
Stokely Brothers and 
Company; speedway 
races; W. F. Ben- 
ning, division freight 
agent, Cleveland, Cin- 
cinnati, Chicago and 
St. Louis Railway; 
floral decorations: 
Clarence R. Greene, 
president, Greene’s 
Flower Shop;  pub- 
licity: Lawrence N. 
Helm, commercial agent, Norfolk and Western Railway; ban- 
quet: T. Paul Jackson, traffic manager, Diamond Chain and 
Manufacturing Company; golf: J. H. Lang, general agent, Mis- 
souri Pacific Railway; speakers: T. L, Manning, general agent, 
Chicago, Rock Island and Pacific Railway; transportation: J. C. 
Millspaugh, division passenger agent, Pennsylvania Railroad; 
banquet reservations: C. J. Pearson, president, General Motors 
Express, Incorporated; ladies’ entertainment: George Rice, presi- 
dent, Pitman-Rice Coal Company; banners and placards: F. 
Stehlin, manager, Haeckl’s Express, Incorporated; reception: 
P. R. Van Treese, traffic manager, J. D. Adams Manufacturing 
Company; hotel reservations: Guy Weathers, city freight service 
agent, Louisville and Nashville Railroad; convention registration: 
J. L. Williams, traveling freight agent, Chicago, Burlington and 
Quincy Railroad; service: T. J. Williamson, general agent, Erie 
Railroad. 

The members of the board of directors are voting by mail on 
applications for membership received from the Anderson Traffic 
Club, Anderson, Ind.; the Fort Wayne Transportation Club, Fort 
Wayne, Ind.; the Ky.-O0.-Va. Traffic Club, Ashland, Ky., and 
the Traffic Club of Sioux City, Iowa. 





LUTHER M. WALTER 


W. L. SNODGRASS 





MoO DS 


nanowowsds 


Pree hes OS 





+ 


CC _ SY VS ee 


October 5, 1935 





Doings of the Traffic Clubs 





The Pacific Traffic Association will hold a meeting at the 
Palace Hotel, October 8. The affair is being arranged by the 
railroad members of the club and will be known as railroad 
night. Ladies are invited. John L. McNab, attorney, will speak 
on “Personalities from Independence Hall.” Sherman K. Burke, 
Southern Pacific, will be chairman of the meeting. There will 
be a program of musical entertainment. 





Members of the Traffic Club of Chicago and the Junior 
Traffic Club of Chicago will make an all-day inspection tour of 
the Chicago switching district, October 8. The trip was arranged 
through the courtesy of the New York Central and the Indiana 
Harbor Belt. Luncheon will be served aboard the special train 
on which the group will ride. 





The Milwaukee Traffic Club will hold a meeting and stag 
party at the Milwaukee Athletic Club, October 8. Changes in 
by-laws will be considered at the meeting. There will be enter- 
tainment and lunch. 





Carl M. Wynne, managing director, Overseas Industries, Inc., 
Chicago, western vice-president of the American Manufacturers’ 
Export Association, spoke on “Foreign Trade and Domestic 
Markets” at a meeting of the Junior Traffic Club of Chicago, 
in the rooms of the Traffic Club of Chicago, Palmer House, 
Chicago, October 3. George C. Payne, acting district manager, 
Bureau of Foreign and Domestic Commerce, spoke on “Recip- 
rocal Tariffs and Bureau Services.” Members of the Export 
Managers’ Club of Chicago and the Ocean Freight Agents’ Asso- 
ciation were present by invitation. 





The Traffic Club of Cleveland will hold a clam bake at 
Miller’s Broadview Clubhouse, October 12. There will be a 
baseball game and other sports in the afternoon. The regular 
bimonthly meeting of the club, at which a number of changes 
in the club’s by-laws will be considered, will be held in the 
evening. T. F. Cahill is chairman of the entertainment com- 
mittee, and C. J. Connolly, chairman of the sports committee, in 
charge of the affair. 





John C. Bryant, president of the St. Paul Safety Council, 
spoke on “Stop This Slaughter,” at a luncheon meeting of the 
Transportation Club of St. Paul, at the Hotel Lowry, October 1. 





The Transportation Club of Decatur, IIl., will hold a luncheon 
meeting at the Hotel Orlando, October 8. W. S. Kirk, assistant 
general manager, Missouri Pacific, St. Louis, will speak on “The 
Insides of Train Operation.” 





Harry S. Truman, United States senator, was the speaker 
at a luncheon meeting of the Traffic Club of Kansas City at the 
Hotel Kansas Citian, September 30. The annual banquet and 
installation of officers of the club will be held January 9, 1936. 
No place for the affair has as yet been announced. The club 
has opened new quarters in the Hotel Kansas Citian. 





The Capital District Traffic Association, Albany, N. Y., will 
hold a dinner meeting at Jack’s Restaurant, October 15. Nich- 
olas J. Edwards, Barrett Company, will speak on “Procedure 
Before the Interstate Commerce Commission.” 





The Women’s Traffic Club of Tulsa, Okla., has launched a 
monthly club bulletin, the Mau-Wi. The first issue contains 
a roster of the officers and committee members of the club, a 
historical sketch of Tulsa, committee reports, personal news 
and a letter of congratulation from H. W. Roe, president, Asso- 
ciated Traffic Clubs of America. Fern Pasley, Dora Ann Dod- 
son. Georgia Dirhold and Jane Swarthout are on the editorial 
staff. 





John G. McHugh, secretary, Minneapolis Chamber of Com- 
merce, spoke on “Economic Functions of a Grain Exchange” at 
a luncheon meeting of the Traffic Club of Minneapolis, at the 
Nicollet Hotel, October 3. The occasion was designated Cham- 
ber of Commerce Day. The Chamber of Commerce Glee Club 
furnished musical entertainment. 





The senior study group of The Traffic Club of Dallas will 
hold its second session at the Hotel Adolphus, October 7. The 
Interstate Commerce Act will be the subject for discussion. 
Discussion leaders will be Fred Schweickhardt, Primrose Pe- 
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troleum Company; E. T. Hill, Sears, Roebuck and Company; 
J. L. Richardson, Missouri-Kansas-Texas, and Gus Schreiber, Mis- 
souri Pacific. 





The Transportation Club of Seattle has resumed its Monday 
noon luncheons. The club, which now has 269 members, is in 
the midst of a strenuous membership drive. 





The Women’s Traffic Club of Chicago will hold a meeting 
in the rooms of the Traffic Club of Chicago, Palmer House, 
October 7. Mrs. Florence Juul, manager, cable department, 
Postal Telegraph Company, Chicago, will speak on “World Com- 
munications.” 





Walter Bockstahler, vice-president, Transportation Associa- 
tion of America, Chicago, will speak on “A New Transportation 
Era and Its Problems,” at a dinner meeting of the Women’s 
Traffic Club of Greater New York at the George Washington 
Hotel, October 8. There will be a program of entertainment. 
The club is organizing a group to attend the meeting of the 
Associated Traffic Clubs of America in Indianapolis, October 
15 and 16. The Eastern Air Lines has invited the members 
of the club to take a flight over New York. Ten members will 
be taken aloft on each trip. 





EK. F. Bertling, the new president of the Traffic Club of 
Salt Lake City, was born in Cincinnati, O., April 4, 1875. His 
railroad career began there in 1900 
when he went to work for the Balti- 
more and Ohio Southwestern Railroad 
Company. Eight years later he became 
chief clerk, Cincinnati Northern Rail- 
road, Jackson, Mich. and after two 
years went to Dayton, O., as chief clerk 
to the division freight agent of the 
Cc. c. Cc. & St. L. After three years 
there he took a position as traveling 
freight agent, Union Pacific System, 
out of Cincinnati. When the govern- 
ment took over the railroads as a war 
measure he, in February, 1918, went to 
Washington, D. C., as office manager for 
H. M. Adams, chief of the Inland Traffic 
Service of the War Department. In 
March, 1920, he joined the Missouri 
Pacific Lines as commercial freight agent, Chicago, where he 
remained for eight years. In 1927 he was appointed general 
agent, Missouri Pacific Lines, Salt Lake City, Utah, where he 
has been since that time. While in Chicago he was a resident 
member of the Traffic Club of Chicago and he is now a non- 
resident member. He is vice-president of the Rotary Club of 
Salt Lake City and a member of the Chamber of Commerce. 
His club holds regular monthly meetings and, in the interim, 
has social gatherings such as dinner dances, bowling tourna- 
ments and golf tournaments. 








The monthly meetings of the Alumni Association of the 
Traffic Managers’ Institute of New York will be resumed this 
month. Last summer the members of the association made in- 
spection tours of the S. S. Manhattan, the Ebling Brewery and 
New York Harbor. An outing was held at Delawanna Fire- 
house, Delawanna, N. J. 





The Traffic Club of the Lehigh Valley will hold a dinner 
meeting at the Hotel Bethlehem, Bethlehem, Pa., October 21. 
Oliver P. Colwell, traffic manager, Luckenbach Steamship Com- 
pany, will be the speaker. D. M. Williams, president, Lehigh 
Valley Motor Express Company, Allentown, and Fred H. Hicks, 
assistant general freight agent, Reading-C. R. R. of N. J., Allen- 
town, have been added to the club’s board of directors. 





The Boston Traffic and Social Club will hold a football 
dinner at the Hotel Lenox, October 16. The entertainment will 
be under the direction of “Swede” Nelson, former Harvard line 
coach, and “Buddy” Shepard. Motion pictures of the Harvard- 
Yale football game will be shown. Among the guests will be 
several members of the Boston Redskins, National Professional 
Football League team. Eddie Morris, Harvard announcer, will 
be master of ceremonies. 





The Twin City Women’s Traffic Club has ratified the resolu- 
tions opposing government ownership of railroads adopted at 
the Birmingham meeting of the Associated Traffic Clubs of 
America. 





Walter Bockstahler, vice-president, Transportation Associa- 
tion of America, will be the speaker at the regular meeting of 
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the Traffic Club of Newark at the Chamber of Commerce Audi- 
torium, October 7. The club’s traffic forum will hold a shippers’ 
service night at the Newark Athletic Club, October 18. The 
affair is being arranged by Eric E. Ebert, D. J. Crecca and Fred 
S. Shafer. 


The freight rate and transportation study class conducted 
by the Birmingham board of education in cooperation with the 
Birmingham Traffic and Transportation Club will be organized 
at a session at the Paul Hayne Vocational Training School, 
October 9. It is hoped there will be a large enough enrollment 
to permit dividing the class into an elementary and a senior 
group. 


The following have been appointed to represent their re- 
spective clubs at the meeting of the Associated Traffic Clubs of 
America in Indianapolis, October 15 and 16: Traffic Club of 
Baltimore, J. E. Harrison, Chesapeake Steamship Line, and E. A. 
Seidl, Potts and Callahan, Inc. Transportation Club of Louis- 
ville, L. G. Johnson, freight agent, Louisville and Nashville; 
W. T. Vandenburgh, commercial agent, Seaboard Air Line; H. L. 
Engleman, traffic manager, Reynolds Metals Company; W. H. 
Robinson, general agent, Chicago Indianapolis and Louisville, 
and C. F. Kienzle, traffic manager, S. Zorn and Company. Traffic 
Club of Chicago, additional delegate, Joseph W. Elliott, general 
traffic manager, Fairbanks, Morse and Company. Charlotte, 
N. C., Traffic and Transportation Club, delegates, Fred A. 
Greene, traffic manager, Interstate Milling Company; George J. 
Fells, superintendent of warehouses, Great Atlantic and Pacific 
Tea Company; R. B. Hancock, commercial agent, Virginian Rail- 
way; L. P. King, assistant general freight agent, Seaboard Air 
Line; alternates, H. L, Farrell, district freight agent, Baltimore 
and Ohio; W. M. King, assistant freight traffic manager, South- 
ern Railway; G. J. Mitchell, commercial agent, Clinchfield Rail- 
road. Norfolk-Portsmouth Traffic Club, C. E. Muller, freight 
traffic manager, Seaboard Air Line; E. W. Long, assistant freight 
traffic manager, Seaboard Air Line; H. L. Walton, general agent, 
Baltimore Mail Line; H. C. Mitchell, general freight agent, Vir- 
ginian Railroad. Women’s Traffic Club of Chicago, Florence Cox, 
Central Scientific Company. Winston-Salem, N. C., Traffic Club, 
T. B. Jenkins, Jr. Junior Traffic Club of Chicago, delegates, 
Clarence Giles, freight traffic representative, Grand Trunk; E. T. 
Hayes, assistant traffic manager, Container Corporation of Amer- 
ica; William Noorlag, Jr., Chicago Association of Commerce; 
E. H. Randall, city freight agent, A. T. and S. F.; H. J. Phillips, 
C. N. S. and M.; W. F. Schulten, traffic manager, Chicago Dis- 
trict Electric Generating Corporation; J. E. Paulan, assistant 
traffic manager, Acme Steel Company; alternates, Frank G. 
Cronin, district freight agent, Monon; J. R. Weiler, assistant 
general western freight agent, Luckenbach Steamship Com- 
pany; S. T. Iden, Pennsylvania Railroad; Henry W. Coffman, 
citv freight agent, New York Central; Woodsie Ellis, Midland 
Utility Company; J. L. Merrick, city freight agent, A. T. and 
S. F.; S. G. Deane, freight representative, Pennsylvania Rail- 
road; L. B. Freeman, Grand Trunk. Traffic Club of Atlanta, 
delegates, C. L. Denk, traffic manager, Fulton Bag and Cotton 
Mills; F. B. Porter, traffic manager, Southern Agricultural Chem- 
ical Company; alternates, Ed Hare, general agent, New York 
Central; D. J. Moynihan, general southern freight agent, Penn- 
sylvania Railroad. 


The Omaha Traffic Club will hold a dinner meeting at the 
Paxton Hotel, October 17. Speakers will be Herbert Rhodes, 
judge of the district court, and Lawrence Brown, professor of 
criminology, Creighton University. The club is sponsoring a 
course in traffic management at the Omaha Y. M. C. A. G. F. 
Lavender, traffic manager, Trimble Brothers, is conducting the 
class. J. J. Hartnett, traffic manager, Paxton and Gallagher 
Company, and P. J. Rose, general agent, Frisco Lines, have been 
appointed delegates to represent the club at the meeting of the 
Associated Traffic Clubs of America in Indianapolis. 


Motor truck night, observed by the Traffic Club of Balti- 
more at a dinner meeting at the Lord Baltimore Hotel, October 
1, was the.largest affair of its kind ever sponsored by the club. 
J. L. Keeshin, whose speech is reported elsewhere in this issue, 
was the principal speaker. Other speakers were Governor Nice 
of Maryland, Mayor Jackson of Baltimore and Coordinator East- 
man. R. C. Colton, president of the club, presided. The Mary- 
land Motor Truck Association cooperated in the affair. 


ILLINOIS CHAMBER OF COMMERCE LUNCHEON 


Fitzgerald Hall, president, Nashville, Chattanooga and St. 
Louis, Nashville, Tenn., will speak on “Transportation Versus 
Politics,” at a transportation luncheon to be held in connection 
with the annual meeting of the Illinois Chamber of Commerce 
at the Hotel Sherman, Chicago, October 10. Members of the 
Traffic Club of Chicago have been invited to attend. 
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RAILROAD EARNINGS 


Class I railroads of the United States for the first eight 
months of 1935 had a net railway operating income of $263,- 
738,184, which was at the annual rate of return of 1.66 per cent 
on their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics of the Associa- 
tion of American Railroads. In the first eight months of 1934, 
thefr net railway operating income was $302,872,358 or 1.89 
per cent on their property investment, according to the bureau, 
which adds: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 

This compilation as to earnings for the first eight months of 
1935 is based on reports from 145 Class I railroads representing a 
total of 237,901 miles. 

Gross operating revenues for the first eight months of 1935 to- 
taled $2,204,961,212 compared with $2,188,633,354 for the same period in 
1934, an increase of seven-tenths of one per cent. Operating expenses 
for the first eight months of 1935 amounted to $1,698,631,063 compared 
with $1,631,865,537 for the same period in 1934, an increase of 4.1 
per cent. 

Class I railroads in the first eight months of 1935 paid $162,731,- 
192 in taxes compared with $168,201,456 in the same period in 1934 
or a reduction of 3.3 per cent. For the month of August alone, the 
tax bill of the Class I railroads amounted to $20,658,180, an increase 
of $289,066, or 1.4 per cent over August, 1934. 

Thirty-six Class I railroads failed to earn expenses and taxes in 
the first eight months of 1935, of which eight were in the Eastern 
District, eight in the Southern and twenty in the Western District. 

Class I railroads for the month of August alone had a net rail- 
way operating income of $42,073,256, which, for that month, was at 
the annual rate of return of 1.48 per cent on their property invest- 
ment. In August, 1934, their net railway operating income was $40,- 
564,075 or 1.42 per cent. 

Gross operating revenues for the month of August amounted to 
$294,017,777 compared with $282,726,349 in August, 1934, an increase 
of four per cent. Operating expenses in August totaled $221,237,698 
compared with $211,085,589 in the same month in 1934, or an in- 
crease of 4.8 per cent. 

Eastern District 


Class I railroads in the Eastern District for the first eight months 
in 1935 had a net railway operating income of $181,471,273, which was 
at the annual rate of return of 2.31 per cent on their property in- 
vestment. For the same period in 1934, their net railway operating 
income was $185,741,172 or 2.37 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the Eastern 
District for the first eight months in 1935 totaled $1,133,050,157, an 
increase of five-tenths of one per cent compared with 1934, while 
operating expenses totaled $830,357,275, an increase of two per cent 
above the same period in 1934. 

Class I railroads in the Eastern District for the month of August 
had a net railway operating income of $22,354,981 compared with 
$18,979,929 in August, 1934. 

Southern District 


Class I railroads in the Southern District for the first eight 
months of 1935 had a net railway operating income of $29,671,030, 
which was at the annual rate of return of 1.45 per cent on their 
property investment. For the same period in 1934, their net railway 
operating income amounted to $36,522,317, which was at the annual 
rate of return of 1.76 per cent on their property investment. Gross 
operating revenues of the Class I railroads in the Southern District 
for the first eight months in 1935 amounted to $278,592,970, an in- 
crease of 1.4 per cent compared with the same period in 1934, while 
operating expenses totaled $222,613,004, an increase of 5.9 per cent. 

Class I railroads in the Southern District for the.month of Aug- 
ust had a net railway operating nicome of $3,242,839 compared with 
$2,910,172 in August, 1934. 

Western District 


Class I railroads in the Western District for the first eight months 
in 1935 had a net railway operating income of $52,595,881, which was 
at the annual rate of return of 0.87 per cent. For the same eight 
months in 1934, the railroads in that District had a net railway op- 
erating income of $80,608,869, which was at the annual rate of re- 
turn of 1.32 per cent. Gross operating revenues of the Class I rail- 
roads in the Western District for the first eight months’ period in 
1935 amounted to $793,318,085, an increase of nine-tenths of one per 
cent above the same period in 1934, while operating expenses totaled 
$645,660,784, an increase of 6.3 per cent compared with the same 
period in 1934. 

For the month of August alone, the Class I railroads in the 
Western District reported a net railway operating income of $16,- 
475,486 compared with $18,673,970 for the same roads in August, 1934. 


Class | Railroads—United States 
Month of August 


Per cent 
of 
1935 1934 Increase 
Total operating revenues ...... $ 294,017,777 $ 282,726,349 4.0 
Total operating expenses ....... 221,237,698 211,085,589 4.8 
SP ee eee ere 20,658,180 20,369,114 1.4 
Net railway operating income ... 42,073,256 40,564,071 3.7 
Operating ratio—per cent ...... 75.25 74.66 ni 
Rate of return on property in- 
vestment—per cent ......... 1.48 1.42 
Eight Months Ended August 31 
Per cent 
of 
1935 1934 Increase 
Total operating revenues ...... $2,204,961,212 $2,188,633,354 E 
Total operating expenses ...... 1,698,631,063 1,631,865,537 4.1 
MIE ck acGrn Grasses & hades Gee aaern aca e < 162,731,192 168,201,456 2.3* 
Net railway operating income .. 263,738,184 302,872,358 12.9* 
Operating ratio—per cent ...... 77.04 74.56 eS 
Rate of return on property in- 
investment—per cent ...... 1.66 1.89 
*Decrease. 
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See tariff of national car demurrage rules. 
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Industrial Traffic Management 


Seventh of Thirty-Six Articles by G. Lloyd Wilson, Professor of Transportation and Public 
Utilities, University of Pennsylvania, and Chairman, Committee on Education and 
Research, Associated Traffic Clubs of America—Plant Transportation Management 


freight cars within their plants and to and from the in- 

dustries’ track connections with rail carriers is an impor- 
tant subdivision of the work of large industrial traffic 
departments. 

Many manufacturing plants, mines, and other industrial 
establishments of various types have rail trackage within the 
plants and steam, electric, or gasoline locomotives, locomotive 
cranes, and private freight cars to perform local service inside 
the plant limits. These plant transportation facilities are built 
at the expense of the owners of the industries and the locomo- 
tives and cars are owned and the plant switching crews are 
employed by the companies. These facilities are used to initiate 
and complete the transportation service in connection With 
freight shipped to or from the industries and to perform purely 
intra-plant movements necessary in the manufacturing and 
assembling processes performed by various branches or depart- 
ments of the industries. 


Types of Plant Transportation Facilities 


Te supervision of the movement of loaded and empty 


There are, in the United States, thousands of miles of in- 
dustrial tracks owned, controlled, or used by industrial concerns. 
These tracks, in some instances, are owned and operated by 
separately incorporated common carrier roads, which are owned 
outright or controlled by one or several of the industries they 
serve. In other cases, the rail facilities are owned and used 
entirely as private carriers or as plant facilities to serve only 
one industrial plant. Industrial railroads, separately incorpo- 
rated and operated common carrier roads, hold themselves out 
as common carriers by rail and usually serve several industries. 
As such, they receive divisions of through rates from the rail- 
road lines with which they connect and are subject to regulation 
with respect to services and rates. 

Plant facilities owned by a proprietary industry are operated 
as an independent department of the plant or as a bureau or 
subdivision of the industrial traffic department. 


Functions 


Plant transportation facilities of the proprietary or non- 
common carrier type are used for the following services by the 
traffic or transportation department of the industries: 


1. The placing of loaded freisht cars which have been received 
from the rail carriers, at the spots where they are to be unloaded. 

2. The obtaining of empty freight cars for loading from the rail 
carriers. 

3. The placing of empty cars at required spots to be loaded with 
eee freight. 

. The weighing of losified. inbound and outbound carload ship- 
ments. 

5. The light-weighing of empty cars ordered to be loaded and 
cars after they have been unloaded in order that the tare weights 
may be verified. 

6. The switching of loaded or partly loaded cars from place to 
mane within the ‘plant for further loading or unloading. 

The de‘ivery of empty cars and of outbound carload shipments 
to the interchange tracks between the plant systems and the lines 
of the carriers. 

8. The preparation of car release orders notifying the carriers 
that empty cars are no longer required. 

9. The supervision of demurrage. 

10. The custody and maintenance of plant transportation equip- 
ment, including plant trackage, locomotives, locomotive cranes, and 
private freight cars. 


The successful performance of these functions makes it nec- 
essary that industrial establishments employ locomotive en- 
gineers and firemen, crane operators, and firemen, freight con- 
ductors and brakemen, switchmen, engine hostlers, watchmen, 
yard masters, weigh-masters, car clerks, and other office workers 
specially trained in transportation work. 


Spotting 


Carriers that serve industries equipped with private tracks 
and with locomotives to do their own plant switching deliver 
the incoming loaded cars and the empty cars that have been 
ordered for loading at the interchange tracks which connect 
the rails of the carriers with the plant tracks. Delivery of cars 
by carriers at such designated industrial interchange tracks 
constitutes notification of delivery to the consignee and con- 
structive placement of the shipments.’ 

From the interchange tracks, the locomotives owned by the 





industry and operated by crews employed by the industry pick 
up the cars and place them at the places where they are to be 
loaded or unloaded. 

Departments of the industrial establishment that are to use 
the material or require empty cars placed for loading outbound 
shipments notify the traffic department when and where the 
cars are required. The car clerk of the traffic department no- 
tifies the receiving and the plant transportation departments 
when the loaded cars are ready for delivery so that employes in 
the former organization may check the contents of the cars 
after the crews of the transportation department have placed 
them at the desired locations. 

Written orders are usually issued so that there may be no 
mistakes as to the spots. where the cars are to be placed. Inter- 
office memoranda are ‘addressed to the traffic department by the 
department requiring the cars to be placed. Corresponding or- 
ders are transmitted to the plant transportation department and 
to the receiving department in writing, informing them that 
the cars enumerated that are to arrive at a designated time 
are to be placed at certain places in the yard: for unloading. 

Ina recent decision of the Interstate Commerce Commission 
of far reaching importance, the Commission held that, when a 
railroad carrier is prevented from an uninterrupted service to 
the points of loading or unloading within the confines of an in- 
dustrial plant because of some action or disability of the in- 
dustry, the carrier’s duty in connection with the delivery or 
receipt of the cars does not extend beyond the point of inter- 
ruption or interference. Any allowance paid by the carrier to 
the industry for performing the service beyond such points or 
the performance of service by the carrier beyond such points 
without proper charge, was held by the Commission to be a 
violation of section 6, of the interstate commerce act. 

The Commission held further that the delivery or receipt 
of shipments on interchange tracks constituted delivery or re- 
ceipt under the line-haul rates at industries where interference 
or interruption of the work of both the industry and the car- 
rier would be encountered if the delivery or receipt of cars 
were attempted beyond the interchange tracks. When the spot- 
ting service at an industry requires a service more than that 
required in making a simple placement or the equivalent of 
team track spotting, any such service is in excess of that re- 
quired in the line haul service of a common carrier, and any 
allowance made by the carrier to the industry for performing 
the service or the performance of the excessive service by the 
carrier without charge over and: above the line haul rates is 
unlawful, under the decision. 


The Commission held that payment by the rail carriers of 
allowances to individaul industries for the performance of spot- 
ting services at the convenience of the industries, or the assign- 
ment by the railroads of locomotives to perform spotting serv- 
ices without charge tended to dissipate the carriers’ revenues, 
was not consistent with the efficient and economical manage- 
ment of the rail carriers’ properties as contemplated by the 
interstate commerce act; and was not in the public interest. 

A number of arrangements made by the carriers for allow- 
ances to industries for performing spotting services were found 
to be unlawful and ordered canceled.* 


Empty Car Order Forms 


Orders for empty cars for loading are transmitted to the 
traffic department by the shipping department or are placed di- 
rectly with local agents of the carriers by the car service clerks 
of the shipping department or of the plant transportation de- 
partment. In some cases, the ordering of cars for the accommo- 
dation of the outbound shipments of industries is attended to by 
a clerk or clerks of the shipping department, while in other 
instances a clerk in the plant transportation department attends 
to this work. This lack of uniformity can be ascribed to the 
fact that the task is a specialized one, requiring that the man 
in charge of the work be familiar with the kinds of equipment 
that can be supplied by the carriers. He must know the cubical 
capacity of different types of railroad equipment, the carrying 
capacity of special types of equipment, the clearness of bridges, 


*KEx Parte No. 104, part II, terminal services, practices of carriers 


affecting operating revenues or expenses, mimeographed, decided 
May 14, 1935. 

8Supplemental orders, Ex Parte No. 104, part II, terminal services, 
May 14, 1935. 












“ TWe SCALE BYH 
. MERCHANDISE |! 


IS MU 


Bi nA a ead sine cy aceon nin mnac 


ew CREE , a . ee Oe es... 








2 TATIO N 





YHICH MODERN 
IGHT SERVICE 


4 URED 





ie 


| 
| 
i 
i 
| 











| 
| 
| 
i 


PAGE 552 





tunnels and curves that will be encountered over certain routes, 
so that equipment of proper sizes and carrying capacities may 
be ordered for outgoing shipments. Freight charges are often 
based on the size of cars ordered for use, so that the proper 
ordering of cars is a necessary detail if transportation charges 
are to be kept at the minimum. 


Car Orders 


The railroads recommend that a standard form be used by 
shippers in ordering cars so that cars of the proper type and 
size may be obtained. Orders from industries for empty cars 
are sent to the local freight agent of the carrier, who allocates 
his available empty cars to the industries requiring them. If 
cars of the kind and size are not available at his station or in 
his district, he requisitions the necessary equipment of the 
division car distributor of the railroad. If the cars are not 
available in the district, the car distributor places orders for 
the cars with the distributor of the grand division region or 
system until the type of equipment desired is obtained. 


If the local agent cannot fill the orders for cars of special 
types or sizes before the required time of shipment, two smaller 
cars may be furnished in place of one larger one, or another 
type of car offered. Larger cars are sometimes offered by the 
carriers instead of the smaller cars that have been ordered. 
The Commission held in an administrative ruling that, if the 
shipment could have been loaded into or on a car of the size 
and capacity ordered, the minimum weight to govern the ship- 
ment through to destination must be fixed on the basis of the 
minimum of the car ordered: 


It is the duty of carriers to provide reasonable facilities for trans- 
portation and, if they can not furnish equipment to move the carloads 
provided for in their regulations, it is clearly their duty to provide 
some other method for transporiing as one shipment, and at the rate 
provided therefore, such carload weight when tendered by a shipper.‘ 

If cars other than the kind ordered are used, an endorsement 
should be made on the bill of lading covering the shipment and 
on the carrier’s waybill, showing: 


1. The capacity of the car ordered. 
2. The date of such order. 
38. The number, initials, and capacity of the car furnished. 


The Commission has held that the rate and minimum ap- 
plicable to the car ordered apply if a shipment is loaded into two 
smaller cars furnished by a carrier in lieu of one larger car 
ordered by a shipper, and that the shipper is entitled to all 
privileges in transit, reconsignment, switching and demurrage 
charges as though the shipment had moved in the car ordered.’ 


The car order forms now generally used by industrial traffic 
departments contain sufficient information so that the carriers’ 
agents may know precisely what kinds and sizes of cars are 
required. The form shows the kind of cars, whether box, gon- 
dola, flat, stock, refrigerator;. the number of each kind of car; 
the sizes; the date required; the spots on which the cars are 
to be placed; the goods to be loaded into them; the destina- 
tion, and the route to be used in connection with each ship- 
ment. The information as to destination and route is needed by 
the carriers so that, whenever possible, cars of foreign line may 
be routed in the direction of the home road in order to reduce 
empty freight car mileage. Cars that are urgently needed are 
sometimes ordered by telephone calls and written confirmations, 
shown to be such, are sent to the agents of the carriers that 
have furnished the equipment. 


A record is usually kept in an index file of car orders that 
have been placed so that the orders may be repeated and marked 
as second requests if not filled promptly. Car orders are some- 
times made in duplicate, the original being sent to the agent 
of the carrier and the duplicate filed in the live order file until 
the car is placed and then transferred to a record of car orders 
filled file for future reference. 


Intraplant Switching 


Movement orders are issued to the plant transportation de- 
partment for the movement of cars from place to place within 
the plant. Goods in the process of manufacture often must be 
moved from shop to shop so that further manufacturing proc- 
esses may be undergone. “Move orders” are made up and sent 
to the plant transportation department by the work order clerks 
in the works or manufacturing department. These orders are 
transmitted to the crews that perform the switch movements 
by the car clerks of the plant transportation department. 


Plants are usually arranged so that the goods may move 
in one direction from shop to shop, avoiding cross routings and 
interference as much as possible. Large industrial plants must 
do a great deal of shifting every day and, if this work is not 


*Administrative rule 66, Interstate Commerce Commission. 


_ 5See General Chemical Co. vs. N. & W. Ry. (15 I. C. C. 349); 
Milwaukee Falls Chair Co. vs. C. M. & St. P. Ry. (16 I. C. C. 217); 
Noble vs. B. & O. R. R. (22 I. C. C. 482). 
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arranged so that an even flow of traffic moves in one direction, 
the result is chaos. Movements are arranged in sequence, as 
far as possible, to avoid duplication of movements. Move orders 
are placed the day before and the time the cars will be ready the 
next day is shown on the orders as well as the places from 
which and to which the cars are to be moved. The orders are 
turned over to the crews several times a day so that their 
work may be concentrated in different parts of the yard at dif- 
ferent times of the day. Yard masters are used to distribute 
the work to be done among the crews and to supervise the per-. 
formance of the work. Movement records are kept by the car 
recored clerks. 


Cars are sometimes moved for short distances or in emer- 
gencies by locomotive cranes. These moves are regulated in 
the same way by the plant transportation department. Cranes 
and crews to load and unload cars are requisitioned by the 
shipping and receiving departments through the plant transpor- 
tation office. In this way the cranes may be used, wherever 
needed in the plant, to the maximum efficiency. 


Weighing Carload Shipments 


The weighing and reweighing of inbound and outbound 
loaded cars and the weighing of empty cars placed for loading 
are important parts of the routine of industrial plant transpor- 
tation departments. Track scales are essential parts of the 
equipment of large industrial concerns. The weights and rec- 
ords of weight thus obtained by the weighmasters in the plant 
transportation departments of industrial concerns are used to 
verify or refute the weights shown by the carriers as the tare 
weights of the empty cars, or the gross weights of cars and 
loads, or the net weights of shipments used by the carriers to 
determine transportation charges, or to compare with the 
weights shown by shippers or consignees as the invoice weights 
upon which settlements are made for the goods bought or 
sold. 


Accurate and adequate records of gross, tare, and net 
weights of inbound and outbound shipments and the tare weights 
of cars released empty or ordered for loading must be kept by 
industrial traffic departments. These records should show, in 
addition to the data pertaining to the car initial and number, 
contents, shipper and place of shipment: 


The gross weight of the car and contents. 

The actual tare weight of the empty car. 

The stencilled or marked weight of the car. 

The amotnt of debris in the car. 

The date of weighing. 

The time of day at which the weights were taken. 

The weat’ er conditions obtaining at the time of weighing and 
. The method used in weighing, whether the cars were in motion 
or at rest, and whether coupled at one end, coupled at both ends, 
or loose or uncoupled at both ends. 


COnIS C1 COD 
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In cases where Weight agreements are in force between the 
shippers and the carriers, weights are used to check such 
weights, and are subject to inspection and verification by the 
carriers’ weighing and inspection bureaus. Ff 


Special rules and regulations of the carriers govern the 
weighing and reweighing of shipments on railroad track scales, 
the tolerance allowed, and charges or freedom from charges in 
cases where the differences in weights exceed or are less than 
the tolerances prescribed for shipments of different types. 


Demurrage Supervision 


Another important detail task of plant transportation de 
partments involves the handling of inbound loaded cars, the 
release of empty cars after unloading, the ordering of empty 
cars for loading, and the dispatch of loaded cars so as to reduce 
and ultimately to eliminate demurrage charges entirely. This 
requires the cooperation of the shipping and receiving branches 
of the traffic department, the departments producing or using 
the goods shipped or received, as well as the prompt placement 
and release of cars by the plant transportation department and 
the orderly movement of cars within the plant. 


Average Agreements 


Many industries, including those that can load or unload a 
considerable percentage of the empty cars ordered for loading 
or the loaded cars placed for unloading in the first twenty-four 
hours after placement, enter into average demurrage agree- 
ments with the carriers under the terms of which one credit 
is allowed for each car released within the first twenty-four 
hours of free time, and one debit a car day is charged for each 
day beyond the forty-eight hours’ free time. After four debits 
have been accrued, an arbitrary charge of $5 a day or fraction 
of a day is charged for subsequent detention. Not more than 
one credit can be earned on any one car and no credit or debit 
is allowed or charged against cars released in the second day 
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of free time. Credits earned on carseplaced for loading cannot 
be used to cancel debits on cars held for unloading, nor can 
credits earned on the latter be used to offset debits accrued on 
the former. 

At the end of each calendar month the total number of 
credits is deducted from the total number of debits in each 
account—inbound and outbound—and $2 for each debit is as- 
sessed on the excess of debits over credits. If the credits equal 
or exceed the debits, no charge is made, except the arbitrary un- 
cancellable charge of $5 a day made in case of cars held beyond 
four days’ free time. If the credits exceed the debits, the rail- 
roads make no payment to the industries. As has been stated 
previously, excess credits earned in connection with inbound 
or outbound cars cannot be transferred to the opposite account 
to cancel excess debits, nor can the excess of credits over debits 
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in any one month be used to offset any excess debits in another 
month. 

Industries entering into average demurrage agreements are 
required to give sufficient surety to the railroads to insure the 
payment of the amount due at the end of the demurrage period. 
The agreements continue in effect until terminated by written 
notice from either party to the other, effective on the first day 
of the month succeeding that in which it is given. 

The plant transportation department personnel must check 
demurrage statements for accuracy and, if they are inaccurate, 
have adequate records to be used in negotiating with the car- 
riers for the correction of the accounts. Moreover, the plant 
transportation department must strive persistently to eliminate 
the causes of demurrage, whether due to their own faults or the 
failures of other departments of the establishments. 





Motor Vehicle Transportation 





MOTOR CARRIER REGULATION | 
The Trafic World Washington Bureau 


The Commission has postponed until October 15 the effective 
date of the sections of the motor carrier act dealing with the 
filing of applications for certificates of public convenience and 
necessity and permits to operate motor vehicles and for broker- 
age licenses. The sections involved are Nos, 206, 207, 208, 209 and 
211. 
“This postponement has been made so that those in all parts 
of the country who desire to file applications for certificates, 
permits, and licenses may have available to them appropriate 
printed forms prior to the effective date of these sections,” said 
Secretary George B. McGinty. 

The Government Printing Office was completing work on 
the forms September 30 and supplies thereof were expected to be 
available shortly. 

This is the second time the Commission has exercised its 
power under the motor carrier act to postpone the effective date 
of the act or any part thereof beyond October 1, the effective date 
prescribed in the act, but not to be later than April 1 next. The 
first time was when it postponed until December 1 the sections 
dealing with regulation of rates and charges, bills of lading, and 
collection of charges (see Traffic World, Sept. 21, p. 475). 

Provisions of the act relating to consolidations, mergers, and 
acquisitions of control of motor lines and to issuance of securities 
became effective October 1. Other provisions relating to safety 
of operation and accounting regulations became effective also, 
but the Commission must first prescribe regulations in these in- 
stances for those subject to the act to obey. 

The Bureau of the Budget has authorized the Commission 
to use $525,000 of its available appropriation up to February 1 
next for its work under the motor carrier act. A deficiency a 
propriation to cover that amount or such part of it as has b 
used will be asked of Congress at its next session. 

The Commission’s order postponing the effective date 
certificate, permit, and license sections of the motor act f 


_ _At a session of the Interstate Commerce Commission, Division 
5, held at its office in Washington, D. C., on the 30th day of Septem- 
ber, A. D. 1935. 

_ In the matter of the postponement of the taking effect of Sec- 
tions 206, 207, 208, 209, and 211 of the Motor Carrier Act, 1935. 

_It appearing, That by section 227 (a) of the Motor Carrier Act, 
1935, the Commission is authorized and directed, if found by it neces- 
Sary or desirable in the public interest, to postpone the taking effect 
of any provision of such act to such time after the first day of 
October, 1935, but not beyond the first day of April, 1936, as the 
Commission shall, by general or special order, prescribe; 

And it further appearing, That postponement of the taking effect 
of the provisions of section 206, entitled ‘Application for Certificate 
of Public Convenience and Necessity,’”’ section 207 entitled, “Issuance 
of Certificate,” section 208 entitled, ‘‘Terms and Conditions of Cer- 
tificate,” section 209 entitled, ‘‘Permits for Contract Carriers by Motor 
Vehicle,” and section 211, entitled, ‘“‘Brokerage Licenses,” is neces- 
Sary and desirable in the public interest and the Commission, on the 
date hereof, having so found; 

It is ordered, That the taking effect of the provisions of sections 
206, 207, 208, 209, and 211 of such Act be, and it is hereby postponed 
to the 15th day of October, A. D., 1935; 

_ And it is further ordered, That notice of such postponement be 
given to motor carriers subject to such act and to the public by 
depositing a copy of this order in the office of the Secretary of the 
Commission, at Washington, D. C. 

By the Commission, Division 5. 


Announcement as to appointment of the “key” men in the 
Bureau of Motor Carriers is expected shortly. There will be 


nine divisions in the bureau, one each for accounts, statistics, 
research, finance, certificates, etc.; safety, law, formal cases and 





traffic (rates, etc.), under present plans. Definite announcement 
as to the divisions in the bureau, it is expected, will be made 
when the appointments are announced. 


A. T. A. RATE COMMITTEE ENLARGED 


The membership of the national rates and tariffs committee 
of the American Trucking Associations, Inc., has been increased 
from seven to fifteen members so as to make it more repre- 
sentative of the twelve regions into which the country has been 
divided by the interstate carriers’ conference group of the asso- 
ciation. The additional members are: 

William E. Humphreys, Washington, D. C., chairman of the 
conference mentioned; Sidney Allen, Tampa, Fla.; James B. 
Godfrey, Jr., Detroit, Mich.; Evans Nash, Oklahoma City, Okla.; 
R. A. Anderson, St. Louis, Mo.; Earl Canney, Madison, Wis.; 
J. F. Rowan, Denver, Colo., and Harold Frasher, Los Angeles, 
Calif. 

The enlarged committee will hold its first meeting at Chi- 
cago, October 16, following the meeting of the association. That 
meeting is intended to afford operators and shippers an oppor- 
tunity to express their views in respect of rates and classifica- 
tions. The committee is expected to propose a solution of the 
question of how rates shall be made and what classification of 
i shall be formulated. The present idea is to file 
ay be agreed on with the Commission so that\it 












A. T. A. CONVENTION PROGRAM 


More than 3,000 truck owners and operators are expected to 
attend the convention of the American Trucking Associations, 
Inc., at the Stevens Hotel, Chicago, October 14 and 15. The 
organization is made up of over 100 state and local trucking 
associations. Joseph B. Eastman, federal coordinator, and chair- 
man of the Commission’s motor transport division, will be the 
speaker on the first day of the meeting. A banquet will be held 
on the evening of October 14 at which Harold B. Hoffman, gov- 
ernor of New Jersey, a leader in highway safety work, will be 
the speaker. Among other speakers on the program will be 
Ted V. Rogers, president of the A. T. A. 

There will be separate group meetings of common carriers 
not-for-hire operators, cartage carriers, contract carriers, dump- 
truck operators, automobile haulers, furniture movers, and secre- 
taries of trucking associations. Most of the discussions are 
expected to center around problems arising from the new motor 
carrier act. 

On October 16, the day following the convention, a hearing 
will be held before the A. T. A.’s rates and tariffs committee 
in order to develop views as to truck rate bases and classifica- 
tions. The session is expected to last all day. <2 

The Illinois Highway Users’ Conference, the Cartage Ex- 
change of Chicago, and the Central Motor Freight Association 
will act as hosts to the meeting. Chester G. Moore is chairman 
of the program committee, 


Charles P. Clark will speak at a luncheon session, October 
14, on “Looking Ahead with the A. T. A.” At a discussion session 
the afternoon of October 15, the following will lead: H. G. 
Ferguson, Fairfield, Ill., the taxation problem; R. K. Carter, 
Richmond, Va., the truck operator’s interest in highway safety; 
W. W. Benson, Milwaukee, Wis., the insurance problem, and 
Maurice Tucker, South Bend, Ind., trucking rates and tariffs. 
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Keeshin Lauds New Law 


Asks Cooperation of Truckmen in Making It Effective 
—Pleads for Independent Rate Structures 
and Classifications 


J. L. Keeshin, president, Keeshin Motor Express Company, 
Chicago, speaking at a dinner meeting of the Traffic Club of 
Baltimore in conjunction with the Maryland Motor Truck Asso- 
ciation, in Baltimore, October 1, predicted that the federal motor 
transportation aet would rescue the legitimate truck operator 
from a situation that “has been nothing short of a living hell.” 
He said federal regulation would do much to relieve the indus- 
try of many of its worst features, some of which he described 
vividly and condemned heartily. He said he was confident of 
the result, however, because he believed the Interstate Commerce 
Commission to be a non-political body that would be able and 
willing to administer the law fearlessly. To the question as to 
whether or not it would be possible to administer such a complex 
statute successfully, he replied that that depended on the will- 
ingness of the legitimate operators to cooperate wholeheartedly 
with each other and with the Commission. 


Truck Rates for Truck Traffic 


He said he thought the truckers would not be keeping 
their promise to the shippers if they adopted rail rates and 
classifications for their businesses. On that point he said: 


Many men in our industry, in order to do quick work without 
any effort to make any study as to what the proper basis should 
be, have practically decided that they will accept rail rates and 
rail classification, while, on the other hand, many of the operators 
are aware that they have a promise to keep. That promise was 
given to those who were responsible for the business we handled, 
the shipping public, and that promise must be kept. Let us not, in 
our industry, make this great mistake when our opportunity awaits 
us; let us keep our promise with the shipping public. The rates 
established in the motor truck industry should have no comparison 
with those of the railroads. There is no similarity in the cost of 
operation; therefore, I say, we, in the industry, at this time should 
give serious consideration that a rate structure should be adopted 
for the motor truck industry based purely on the cost of operation, 
plus a fair return on invested capital, indicating to the shipping 
public that, where merchandise can be transported more econom- 
ically by truck with less investment than that of the railroads, then 
the shipping public is entitled to that benefit. 


The same applies to classification. The classification that is 
being used by the railroads and has been in use for a long period of 
years, surely has no bearing on our young industry. While we 
more or less operate at the present time under the rail classffication, 
IT am wondering how many truckers actually live up to its provisions. 
Therefore, I say to you, my fellow truckmen, that in the filing of 
our rates and tariffs let us trv to keep within the provision of the 
act wherein it clearly reads: “‘To promote adequate, economical and 
efficient service by motor carriers, and reasonable charges therefor.” 


Another point that I want to bring out to you tonight is: “How 
can we, in the trucking industry, honestly set up a rate structure 
based on rail rates and rail classification, when we know that ap- 
proximately the total investment of the railroads throughout this 
country is twenty-one billions of dollars, doing a volume business of 
approximatelv three billions of dollars annually. indicating a ratio 
of seven dollars investment for every dollar of business handled, 
while, in the motor truck industry, the question has never been 
settled as to our investment nor our volume? From our own careful 
estimate there is approximately one billion dollars invested in the 
industry doing a business of approximately two billions of dollars 
annually, indicating a ratio of one dollar invested for every two dol- 
lars of business handled. How, then, can you compare this ratio in 
setting up our rates? Seven dollars invested by the railroads doing one 
dollar business, against one dollar invested by the motor truck indus- 
trv doing two dollar business. There is absolutely no reason why 
the trucking industrv should attemnt to adopt a tariff on rail basis. 

No doubt I shall be severely criticized by many of my fellow 
truckmen. but I feel that I have a moral obligation to the shipping 
nublic. and this obligation was made with the full knowledge that 
I could onerate motor trucks as a common carrier over the high- 
wavs of this country on a basis of a tariff established on truck costs 
and investment. 


Let us start our industry off on the right keel to avoid the 
manv complications existing with the rail tariffs. In mv humble 
experiences I have had manv occasions to come in contact with 
various rate clerks and tariff comnilers in the railroad industry, 
and in the early days it was no rare occasion to run into the boys 
on a railroad navday “out on a bender” trying to drown their sor- 
row. It anneared to be necessary to auiet their nerves. It should 
be our object to bring out in our industrv simple tariffs and a simvle 
classification. I have vet to find a traffic manager who is not in- 
terested in a more simonlified rate structure and classification than 
now exists governing railroad rates, and we in the trucking industry 
should be careful in order to avoid railroad mistakes rather than 
follow railroad practice. Our thought should be that we must pro- 
tect our industry from further comnetition and that further comneti- 
tion is none other than private carriers. A rail tariff and rail classi- 
fication issued bv the trucking industry, I assure you, will be re- 
svonsible for bringing about a further competitive condition prob- 
ablv greater in scope than the truck brokerage condition that was 
brourht about by certain freight forwarders. Many shipners can 
immediately, and will immediately, purchase their own eauipment, 
having the right to operate and transport their own merchandise. 
Let us not make this mistake when we know positively this can be 
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avoided; let us keep our promise to the shipping public; let us all 


remember that, after all, they are responsible for buttering our bread. 


Satisfied With the Commission 


On the point as to whether the Commission was or was not 
“rail-minded,” the speaker said that, whatever it had been, its 
function had been broadened by the new law. He added that, 
‘if the truckmen were given an opportunity to deal with the 
Commission, while it may have been rail-minded, it would not 
take us very long to make it truck-minded. We should have no 
fear in dealing with the Commission, because that is a govern- 
mental agency that has never been politically infested. Many 
truckmen naturally were fearful, having had experience with 
many state commissions. They demanded a truck commission 
composed of truckmen. That, in my opinion, would have been 
a catastrophe to the trucking industry.” 

He said he thought the “most fearful thing” in the new 
law was the provision for the selection of individual state com- 
missioners to serve on the regional boards. “Are they going 
to bring with them political interference?” he asked. 


Patience and Cooperation 


He pleaded for patience in the application of the new law. 
“Let us not all expect a miracle to be performed overnight,” 
he said. With that patience and complete cooperation, he added, 
eventually the industry “will roll along, move smoothly and 
safely.” 

“As it develops,” he said, “I can only predict something 
that we all have hoped for; something that will bring order out 
of chaos in our industry, and also bring about a coordination 
of all forms of transportation, protecting the trucking industry, 
the railroads, the waterways, air lines, and bus lines. There is 
room for all. Each has its respective place in the transportation 
field and I hope that in a few years each and every one of us 
will be in a position to look on it with pride. It should be the 
endeavor on the part of every truckman in the United States 
to make this solemn promise: That he will cooperate in making 
this act a successful one, because without cooperation, while it 
might become a difficult task for a time to enforce the act, 
bear in mind that the laws of the land must be obeyed and 
that the law as set forth in this act will be complied with—if 
not peacefully then through legal process.” 


MOTOR CARRIER SAFETY CONTEST 


Six commercial trucking concerns have been declared win- 
ners in the national highway safety contest conducted by the 
American Trucking Associations, Inc., according to an announce- 
ment by J. F. Winchester, chairman of its national safety com- 
mittee. The contest was based on operations on the highway 
covering a twelve-month period ended August 1. 

Included among the winners were two one-truck operators, 
Larson Transportation Company, Granite Falls, Minn., and C. D. 
Wendell, Winchester, Va.- The successful fleet-operator con- 
testants were Patrick Transfer & Storage Co., Houston, Texas.; 
C. E. Hall & Sons, Inc., Somerville, Mass., J. F. Willis, Odessa, 
Tex., and Galveston Truck Lines, Oklahoma City, Okla. The 
awards, bronze plaques, will be presented to the carriers at the 
second annual convention of the American Trucking Associa- 
tions, Inc., in Chicago, October 14. 

At the same time a silver cup will be presented to the Indi- 
ana Motor Traffic Association for its work in the last year in 
the interest of highway safety. The Indiana association com- 
peted with similar organizations from all parts of the country 
in this contest. The cup will be contested for from year to year 
and will remain the permanent possession of the association 
winning it three times. 

Special honorable mention was awarded the sales operation 
subsidiaries of the Standard Oil Company of New Jersey, which 
had entered 1,959 vehicles, traveling more than 25,000,000 miles, 
in the contest. Honorable mention was awarded to Guerin Spe- 
cial Motor Freight Line, Inc., Philadelphia, and Hugh Breeding 
Transport Company, Oklahoma City, Okla. 

The judges in the contest, in which more than 25,000 vehicles 
were entered, were: John E. Long, president, National Safety 
Council; Capt. S. St. J. Wilson, Bureau of Public Roads; Col. 
A. B. Barber, Chamber of Commerce of the U. S.; R. P. Blake, 
Department of Labor, and P. J. Stupka, American Automobile 
Association. 

The truck association’s safety committee announced the 
establishment of an educational safety research fund to further 
its activities in connection with highway safety. The monies 
collected by the fund will be used to finance the nation-wide 
safety campaign, reaching into every county in every state in 
the union. In this work, the trucking association, Mr. Win- 
chester explained, would cooperate with the Interstate Com- 
merce Commission, authorized to set up rules for safety for 
interstate carriers; the National Safety Council; the United 








Octobe 
— 


States 
jntere 
way a 
Ir 
sists | 
York 
delph 
Ga.; 
Tenn. 
Rapid 
homa 
Boise 
Los / 


natio 
by B 
Com! 
mitte 
such 
ways 
are § 
entel 
just 
furth 
state 


impr 
he s 
brak 
foun 
insté 
test 
trafi 


ing, 

som 
spec 
cost 
entr 
actu 
Thi: 
taxe 


pro 
pro 
itse 


was 
in | 
Th 
ing 
tio 
ma 


mH BW paote vs 








ead. 


not 

its 
hat 
the 
not 
» no 
ern- 
any 
vith 
ion 
een 


lew 


ym- 
ing 


t,” 
ed, 
nd 


ut 


us 





October 5, 1935 


States Bureau of Public Roads, and other national organizations 
interested in eliminating highway hazards and reducing high- 
way accidents. 

In addition to Mr. Winchester, the national committee con- 
sists of: P. F. Arnold, Providence, R. I.; F. O. Nelson, Jr., New 
York City; W. F. Banks, Brooklyn, N. Y.; William Clark, Phila- 
delphia, Pa.; R. K. Carter, Richmond, Va.; A. G. Boone, Atlanta, 
Ga.; S. J. Drummond, Ensley, Ala.; N. F. Schilling, Memphis, 
Tenn.; Jack Morgan, Austin, Ind.; John Vander Jagt, Grand 
Rapids, Mich.; S. J. Cashel, St. Louis, Mo.; B. H. Clanton, Okla- 
homa City, Okla.; Paul Bellamy, Rapid City, S. D.; C. R. High, 
Boise, Idaho; M. F. Jones, Longmont, Colo., and H. M. Lang, 
Los Angeles, Calif. 


PORT-OF-ENTRY LAWS 


A warning against port-of-entry laws as tending to break the 
nation’s transportation into a series of state units was voiced 
by Baird H. Markham, director, American Petroleum Industries 
Committee, at a meeting of midwestern members of the com- 
mittee in Chicago, September 27. He said four states now had 
such laws, providing for the establishment of stations on high- 
ways entering the state at which trucks and other motor vehicles 
are stopped for inspection and taxation. Port-of-entry bills were 
entered in the legislatures of fourteen other states at sessions 
just closed, he said, but all failed. However, he said he felt that 
further attempts would be made to adopt such laws in those 
states and in others, 

From an inspection point of view, he said, the law was 
impractical. Adequate inspection took from 20 to 30 minutes, 
he said, and caused congestion around ports of entry. Where 
brake testing was part of the routine, he asserted, it had been 
found that brake testing machinery was too expensive for 
installation at the ports of entry; the only alternative was to 
test brakes on the highway and that causes danger to other 
traffic, he added. 

As a revenue producer this law had also proved disappoint- 
ing, he said. In Kansas, where the law had been in effect for 
some time, it had been found that the expense of collecting 
special taxes from trucks from other states at ports of entry 
cost 160 per cent of the net receipts. He also said that port-of- 
entry laws tended to divert traffic around the state and thus 
actually to reduce the purchases of gasoline within the state. 
This, he said, meant a falling off in state revenues from gasoline 
taxes. 


NORTHWEST TRUCK LEGISLATION 


Northwest operators, as represented by Allied Truck Owners, 
propose to start a new campaign to bring about legislation 
providing that no agency of transportation may compete with 
itself on the public highway. 

Two years ago Allied Truck Owners wrote such a bill, which 
was introduced in the Oregon legislature and later was adopted 
in principle by the American Newspaper Publishers’ Association. 
The group now proposes to renew the campaign and, at a meet- 
ing in Portland, Oregon, September 30, agreed that such legisla- 
tion should again be advocated in every manner possible as a 
matter of public interest. 

Presiding at the meeting was Leland James. 

The bill which this group introduced in the Oregon and 
Washington legislatures two years ago provided that no agency 
of transportation could directly or indirectly control any com- 
peting highway service and where such control was in existence 
the company would have three years in which to dispose of 
its property. 

The effect of such legislation would be, it was pointed out, 
that truck operators could not easily sell their properties to 
the railroads. Discussion at the meeting brought out that, 
when railroads took over stages, stage schedules in the west 
were generally curtailed and that, in effect, after railread 
ownership was accomplished, the stage on the highway was 
operated only as a threat to others who might be interested 
in giving to the public a better service than that which the 
railroads were giving. 


AUTOMOTIVE TRANSPORTATION MEETINGS 


_The Society of Automotive Engineers will hold a series of 
regional transportation meetings at the Robert Treat Hotel, 
Newark, N. J., October 29 to November 1, in connection with the 
annual motor truck show. The first meeting will be a dinner on 
the evening of October 29 at which Joseph B. Eastman, federal 
coordinator of transportation, will be the principal speaker. 
Others on the program are Governor Harold B. Hoffman, of New 
Jersey, and Roy F. Brittan, director, National Highway Users’ 
Conference. On October 30 there will be sessions in the after- 
noon and evening. In the afternoon the discussion will be on 
Interstate Commerce Commission regulation of motor vehicles, 
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and in the evening on service problems. Speakers will be O. M. 
Brede, Clinton Brettell, and T. L. Preble. The subject for the 
morning meeting, October 31, will be motor vehicle inspection 
and the speaker will be James Shanley, chief inspector, motor 
vehicle division, state of New Jersey. In the afternoon T. C. 
Smith will lead a discussion of fuels and lubricants. C. R. Kelley, 
Waukesha Motor Company, will speak on “The Operation and 
Engineering Problems of the Injection Engine” at the afternoon 
session November 1, and’at the evening session the discussion 
on tires, springs, and shock absorbers will be led by S. Ward 
Widney and B. J. Lemon. Fred M. Rosselan, Newark Safety 
Council, will direct a safety rally in the Public Service audi- 
torium. 


N. Y. C. BUS SERVICE 


An agreement between the New York Central Railroad 
and the Eastern Greyhound Lines, operators of motor busses, 
has been announced after negotiations extending over a period 
of a year. The name of Eastern Greyhound Lines, which is a 
subsidiary of the Greyhound Corporation, will be changed to 
Central Greyhound Lines. The bus firm operates in the terri- 
tory of the railroad between Chicago and New York, and between 
Albany and Boston. The purpose of the transaction is to bring 
about a coordination of rail and bus service in the territory of 
the New York Central and to effect improvements in service and 
economies in operation through the joint use of facilities. 

It is expected that joint use of terminal facilities will be 
one of the developments from the new arrangement. In view 
of the sharp decline in railroad passenger traffic, such large 
depots as the Grand Central Station and the Cleveland Union 
Terminal, both of which are owned by the New York Central, 
are equipped to handle a much larger volume of passengers than 
are now available for rail travel. 


TEXAS TRUCK ARRESTS 


Arrests by local authorities in various parts of Texas of 
farmers for transporting their own produce to market in motor 
trucks is condemned by Attorney General William McCraw, who 
says cattlemen and farmers who own their own trucks are not 
required to obtain common carrier truck permits. He holds, 
however, that a wholesale merchant who owns his own trucks 
and delivers products to retail customers selling the products 
at the shipping point cheaper than at the delivery point, the 
difference equaling the amount of freight charges for similar 
shipments, is, in effect, transporting property for hire, and 
must, therefore, take out a permit as a contract carrier. 

“This department has never held,” he said, “that cattle- 
men or producers who own their own trucks and transport their 
products to market were required to take out a permit. If any 
arrests are being made, it is being done without any such instruc- 
tions or advice from this department.” 

He added that his ruling regarding wholesalers had been 
sustained by a ruling of the court of civil appeals at Galveston. 


AIR TRAFFIC 


Scheduled air lines of the United States flew 28,729,128 
miles, carried 377,339 passengers on air journeys totaling 162,- 
858,746 passenger miles, and transported 2,221,013 pounds of 
express in the first half of 1935, according to the Bureau of Air 
Commerce, Department of Commerce. 

The passenger, passenger miles and express totals were new 
records. In one previous six-months period the miles flown total 
was larger—28,780,425 in the last half of 1933. 

Totals in the foregoing are for all routes, domestic and 
foreign extensions. The domestic routes flew 24,642,134 miles, 
carried 319,484 passengers, flew 139,436,311 passenger miles, and 
carried 1,412,969 pounds of express in the six-months period (a 
passenger mile is one passenger flown one mile). On the foreign 
extensions, the totals were: Miles flown, 4,086,994; passengers, 
57,855; passenger miles, 23,422,435; and express, 808,044 pounds. 

At the end of the six-months period the 22 companies operat- 
ing on domestic routes and the 4 offering service to foreign 
nations were operating 464 airplanes. They had in their employ 
571 pilots, 330 copilots, 2,687 mechanics and ground crew work- 
ers, 1,519 other hangar and field employes, 2,871 operations and 
office employes, and 159 stewards and hostesses. In the six 
months they used 15,482,736 gallons of gasoline and 449,918 gal- 
lons of oil. 

The average fare rate at the end of the period, for domestic 
lines only, was 5.89 cents a mile. The average length of a 
passenger’s trip on the domestic lines in this period was 436 
miles. These lines started 39,441 trips, of which 36,823, or 93.36 
per cent, were completed. The number of trips scheduled was 
42,005, of which 39,441 were started, or a percentage of 93.89. 
Of the 42,005 trips scheduled, 36,823, or 87.66 per cent, were 
started and completed. 

Of the seating space available in air line craft in scheduled 
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trips, 56 per cent was occupied in the period. In the first half 
of 1934 the percentage of seats occupied was 48. 

Scheduled air lines in the United States exceeded all previ- 
ous records for miles flown, passengers carried, express carried, 
passenger miles flown, express pound miles flown and passenger 
seat miles flown in August, for which air line statistics have 
been compiled by the Bureau of Air Commerce, Department of 
Commerce. 

The bureau announced that the 89,177 passengers carried, 
364,442 pounds of express transported, 5,737,159 miles flown, 
35,703,166 passenger miles flown, 60,401,346 passenger seat miles 
flown and 200,817,962 express pound miles flown all were records 
for a month’s activity on the domestic scheduled air lines. 

In number of passengers, August was the third successive 
month for the establishment of new records. Passenger miles 
flown was a record in March (24,750,894) and was increased in 
each successive month since that time. In express carried, the 
lines previously had touched a high peak in June, with 330,970 
pounds, dropped to 301,562 pounds in July, and then advanced to 
the new record of 364,442 pounds in August. 


AIR PILOT REGULATION 


Licenses of civil pilots who become ill and are unable to fly 
or follow their customary vocations for a period of 20 or more 
days, will be automatically suspended on the twentieth day, and 
the pilots will be required to be reexamined and pronounced fit 
by a Department of Commerce medical flight examiner if the 
examiner deems it necessary, before being allowed to resume 
flying, according to a new amendment to the air commerce 
regulations which will become effective November 1. 

In an explanation of this amendment, Eugene L. Vidal, 
director of air commerce, stated that under the present regula- 
tions, the holder of a student, amateur, or private pilot’s license 
could be in an automobile or any accident not associated with 
aviation, or suffer from an illness which may run as long as 23 
months, and on recovering, resume flying on his license. Further- 
more, a commercial pilot could be ill practically five months and 
an air line pilot for over two months without any change in 
his status as a licensed pilot. 

The new amendment, which is added at the end of section 50 
of chapter 5, Aeronautics Bulletin No. 7, “Air Commerce Regula- 
tions,” follows: 


(E) If a person, to whom any form of pilot’s license has been 
issued by the Secretary of Commerce, sustains an injury or suffers 
an illness which, for a period of twenty, or more, consecutive days 
incapacitates such person from performing the normal duties for 
which licensed or from following his or her customary vocation or 
mode of life, the license of such person shall be automatically sus- 
pended on the twentieth day of such period, and if in the opinion of 
a medical flight examiner it is deemed necessary, such person shall 
be reexamined and pronounced fit before resuming the duties for 
which licensed. 


FOREIGN AIR MAIL PAY 


Agreements have been reached between the Post Office De- 
partment and the Pan American Airways, Inc., holder of con- 
tracts on foreign air mail routes Nos. 5, 6, 7, 8 and 10, and 
between the Post Office Department and the Pan American- 
Grace Airways, Inc., holder of contract on foreign air mail route 
No. 9, effective on October 1, which will result in an annual 
saving to the government of approximately one million dollars, 
as compared with the mail pay to these companies on July 11, 
1934, the date when the President directed the Postmaster Gen- 
eral to investigate and report on possible savings in these serv- 
ices, says a statement by the Post Office Department. 

Pan American Airways, Inc., contracts cover foreign air 
mail service into countries of Central and South America, West 
Indies, Mexico and Cuba, and the contract of the Pan American- 
Grace Airways, Inc., covers foreign air mail service down the 
west coast of South America, from the Canal Zone to Monte- 
video, Uruguay. 

Since the President’s order to the Postmaster General to 
investigate and report on the foreign air mail contracts, says 
the statement, a number of revisions in service, including the 
shortening of mileage involved, have been put into effect and 
the agreements reached with the companies call for further re- 
visions and reductions in mileage, as well as a reduction in the 
mail pay rates of the two companies. Continuing, the statement 
says: 

The rate reductions agreed upon between the post office depart- 
ment and the Pan-American Airways, Inc., effective October 1, are 
as. follows: On routes 5 and 6, between Miami, Fla., and Para- 
maribo, Dutch Guiana, between Miami and the Canal Zone, between 
Habana, Cuba, and Belize, British Honduras, between San Salvador, 
El Salvador and the Canal Zone, and between the Canal Zone and 
Port of Spain, Trinidad, the rate of pay for service performed by 
land planes and twin-engine marine aircraft will be reduced from 
an average of $2 per mile to an average of $1.80 per mile. It is 
agreed that when new four-engine flying boats are put into service 


on routes 5 and 6, between Miami and Paramaribo, Dutch Guiana, 
and between Miami and the Canal Zone, there will be no reduction 
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in the present rates. On route 7, from Miami, Fla., to Nassau, Ba- 
hama Islands, the contract rate is reduced from $2 per mile to $1.25 
per mile. 

The rate reductions agreed upon between the post office de- 
partment and the Pan-American-Grace Airways, Inc., effective 
October 1, 1935, and covering route No. 9, between Cristobal, Canal 
Zone, and Montevideo, Uruguay, will effect a reduction of from an 
average of $1.70 per mile to an average of $1.50 per mile. 

The reduced. rates, combined with the revisions in service and 
the,shortening of route mileages, will result in an annual reduction 
of approximately 15 per cent in the total mail pay to these two 
companies, or a total annual] reduction in dollars and cents of ap- 
proximately one million dollars. 


AIRPORT DEVELOPMENTS 


Appointment of seven regional supervisors and thirteen 
district advisers for airport development work has been an- 
nounced by Eugene L. Vidal, director of air commerce. The 
supervisors and advisers were appointed by the Bureau of Air 
Commerce, Department of Commerce, to assist field men of the 
Works Progress Administration in passing on applications for 
federal assistance in the construction or improvement of airports. 

The part of the Bureau of Air Commerce in the program Will 
be to view proposals from the technical and aeronautical points 
of view, advising as to whether proposed sites are suitable, and 
whether the work which cities desire to undertake will result 
in the establishment of landing areas and other facilities which 
will be suitable and desirable for aviation use. 

They will be available for consultation with city officials, and 
will aid the municipalities in planning their programs along 
lines which will be acceptable from the aeronautical standpoint. 
Their approval will be necessary before any proposed airport 
project will be accepted under WPA. 

The Bureau of Air Commerce is not empowered to make allot- 
ments of funds for airport work. Its only allotment from the 
Works Progress Administration is a sum for administrative ex- 
penses of the technical advisory force, including the field repre- 
sentatives, and a headquarters office attached to the Bureau 
of Air Commerce in Washington. 

The bureau’s phase of the program is under the general 
direction of John S. Wynne, who is chief of the permanent air- 
port, marking and mapping section in the bureau. Paul Meyers, 
who is assistant chief for airport projects, also will supervise 
Region 1, according to the department, which adds: 


The three district advisers for Region 1 are H. F. Law of Au- 
burndale, Mass., adviser for Maine, New Hampshire, Vermont and 
Massachusetts, with headquarters at Boston; W. H. Hooker of New 
York, adviser for New York, New Jersey, Connecticut and Rhode 
Island, with headquarters at New York City; D. H. Reed of Nave- 
sink, N. J., for Pennsylvania, Maryland and Delaware, with -head- 
quarters at Harrisburg, Pa. 

In Region No. 2, the supervisor is C. E. Cox, of Indianapolis, 
Ind. District advisers are D. W. Alexander of Stephenson, Va., for 
West Virginia, Ohio and Kentucky, with headquarters at Columbus, 
Ohio. Other districts are Wisconsin and Illinois, with headquarters 
at on and Indiana and Michigan, with headquarters at Indian- 
apolis. 

For Region No. 3, E. M. Haight of Ft. Meyers Beach, Fla., is 
supervisor. Advisers are T. Miller of Columbia, S. C., for Virginia, 
North Carolina and South Carolina, with headquarters at Columbia, 
S. C.; Algene Key of Meridian, Miss., for Tennessee, Mississippi, and 
Alabama, with headquarters at Jackson, Miss.; P. Moore of Atlanta, 
Ga., for Georgia and Florida, with headquarters at Atlanta, Ga. 

Region No. 4 is headed by Fred F. Grieme of Wichita, Kan., as 
supervisor. Advisers are A. F. Lytle of Huron, S. D., for North 
Dakota, South Dakota and Nebraska, with headquarters at Pierre, 
S. D.; and R. S. Miller of St. Paul, Minn., for Iowa, Minnesota and 
Kansas, with headquarters at St. Paul, Minn. 

In Region No. 5, the supervisor is M. Patterson of Oklahoma City, 
Okla. W. J. MacKenzie of Washington, D. C., is adviser for Okla- 
homa and Texas with headquarters at San Antonio, Tex.; and the 
region also includes another district comprising Missouri, Arkansas 
and Louisiana, with headquarters at Jefferson City, Mo. 

For Region No. 6, the supervisor is J. E. Garn of Richfield, Utah. 
J. H. McKenney of Washington, D. C., is adviser for Colorado, New 
Mexico and Arizona, with headquarters at Santa Fe, New Mex., and 
another district is comprised of Wyoming, Montana, and Utah, with 
headauarters at Helena, Mont. 

Region No. 7 is headed by B. M. Doolin of San Francisco, Calif., 
as supervisor. Advisers are R. L. Campbell of San Francisco, for 
California and Nevada, with headquarters at San. Francisco, Calif., 
and E. Whitehead of Clearwater, Fla., for Oregon, Washington, Idaho 
and Alaska. with headquarters at Seattle, Wash. 

All of the appointees are experienced engineers and pilots, most of 
them holding pilot licenses in the transport’ grade. 








NEW I. C. CHICAGO- ST. LOUIS TRAIN 


Effective September 29 the Illinois Central added another 
to its fleet of Chicago-St. Louis passenger trains. The new train, 
the Michigan Boulevard, leaves Chicago at 12:35 p. m. and 
arrives at St. Louis at 6:08 p.m. Northbound it leaves St. Louis 
at 8:56 a. m. and arrives at Chicago at 2:26 p. m. In both direc- 
tions a stop is made at Springfield. The running time is 5 hours 
and 33 minutes southbound, and 5 hours and 30 minutes north- 
bound. The new service is in addition to the Illinois Central’s 
Daylight, also a 5% hour train, which leaves Chicago at 4:00 
p. m. and St. Louis at 12:15 p. m. daily. The departure time 
of the line’s Diamond from Chicago has been changed from 
11:35 to 11:55 p. m. Northbound it continues to leave St. Louis 
at 12:05 a. m. 
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NEW INTERCOASTAL RATES 
The Traffic World Washington Bureau 


The Department of Commerce announced October 2 there 
would be no suspensions of rates filed by intercoastal carriers to 
become effective October 3, against which many protests were 
made by shippers, and advised shippers that they could file 
formal complaints attacking the rates or practices covered by 
the new tariffs if they wished to do so.. Commenting on the 
department’s decision, Secretary of Commerce Roper said: 

“As a result of the department’s findings and orders in its 
recent investigation of the intercoastal trade, the carriers en- 
gaged in that trade were required to file new tariffs effective on 
or before October 8. These tariffs were to reflect the discon- 
tinuance of certain practices condemned in the department’s 
report in that investigation, and include for the first time com- 
plete information regarding the services afforded by the different 
carriers. Orders of the department issued in connection with 
the intercoastal investigation placed no requirements upon the 
carriers to make any increases in freight rates. The report 
issued in connection with the investigation, however, recog- 
nized the need of the carriers in this trade for additional revenue, 
and the carriers in filing their new tariffs have increased the rates 
on most commodities. Many protests have been received by 
the department against these increases. 

“It is felt the new rates removed many inequalities in 
the present rate structure and that the suspension of rates 
on a single commodity would increase the disparity between 
the old rate (which would be automatically restored by the 
act of suspension) and the new rates on other commodities. 
There is a world-wide upward tendency in freight rates, and 
shippers in this and other trades must keep in mind not 
only the general increase in price levels, reflected in in- 
creased costs to the steamship companies, but the fact that 
water transportation has suffered in the past from severe 
competition, including cutthroat methods of obtaining busi- 
ness, from which the department’s present regulatory powers 
have been inadequate to protect the industry. 

“The fact that the department has not suspended any or all 
of the new rates is in no way to be construed as approval of 
such rates, nor is the department unmindful that some of the 
new rates in formal complaint proceedings may be shown to be 
unreasonable or otherwise in violation of the shipping acts. 
However, in no case has it been found that such a possibility 
appears of sufficient importance as to offset the indisputable 
fact that the carriers must have greater revenue to meet the 
very substantial increases in operating expenses which have 
occurred during the last few years. The new rates are subject to 


review at any time through the filing of formal complaints under 


section 22 of the shipping act of 1916.” 

Requests for the suspension of tariffs and items in tariffs 
filed with the Shipping Board Bureau in purported compliance 
with the decision in the intercoastal investigation, dated to be- 
come effective October 3, were received, as follows: 


Albers Bros. Milling Co., for suspension of rule 2, paragraph (a); 
rule 18, paragraph (a), and items 73, 215, 377, 503, 506. 511, 512. 13 
and 514 of Ra Intercoastal Conference Eastbound Freight Tariff 
No. 1-B S. No. 3. Items apply on grain and grain products. 

Killefer ae aE. Corporation, Ltd., for suspension of Sup- 
plement 87 to Federal Barge Line Freight Tariff No. 60- H, S. B.-I. 
No. 4, items 3000-A, 3010-A and 3011, applying on agricultural 
implements, and Supplement 24 to Mississippi Valley Barge Lines’ 
Freight Tariff No. 4-A to S. B.-I. No. 1, item 1010-A, applying on 
agricultural implements. Rates applv from Los Angeles to points 
a. Illinois, Ohio, Indiana, Kentucky, Tennessee, Missouri and Missis- 

ippi. 

Rochester Chamber of Commerce for suspension of items 590, 
canned goods, 1060 dressing or blacking, 1935 cabinets, radio of 
United States Intercoastal tariff No. 1- C, S. B.-I. No. 6, filed by 
R. C. Thackara. 

The Boston Port Authority, for suspension of proposed port 
equalization rules. The rules are as follows: Rule 53, original page 
85 of Agent Thackara’s U. S. Intercoastal Westbound Freight Tariff 
_<, S. B.-I. No. 6, and rule 3(f), original > 4 i of the Calmar 
S. S. Corp. Westbound Tariff No. 1- A, S. B.-I. 5. 

The Pittsburgh District Independent yoy ‘Traffic Association, 
for suspension = items Pa a7 <" ae ae Conference Westbound 
Freight Tariff No. 1-C, items are 700, 1182, 1630, 
1885, 1888, 1895, 1925, 1980, Poe, 2025, 5060" “9100, 2125, 2140, 2145, 2150, 
2170; 3791, 3800, all of these items apply on iron and steel articles. 

International Cellucotton Products Co. et al., for suspension of 
item 1071 of Calmar S. S. Co. Tariff S. B.-I. No. 5, and item No. 
3843 of Tariff 1-C, S. B.-I. No. 6, filed by R. C. Thackara. 


OCEAN MAIL CONTRACT TESTS 


The Post Office Department in carrying out its policy (see 
Traffic World, Sept 14, p. 431) of testing certain vessels operated 
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by ocean mail contractors to ascertain whether they meet speed 
requirements of the contracts has tested eleven vessels and of 
that total eight have been found not making the speed entitling 
them to the classification given them in the contracts with 
the accompanying rates of pay. Two vessels of the American 
Scantic Line and one vessel of the Waterman Steamship Com- 
pany have been found qualified as classified. Three vessels 
of the Lykes Bros. Steamship Co., two of the Waterman Line, 
two of the Mississippi Steamship Company and one of the 
Munson Line did not make the speed for which they were classi- 
fied in the tests made. Under the policy of the department 
the vessels not making the speed specified in the contracts will 
be paid on the basis ‘of the speed made in the tests. 


SHIPPING BOARD PROCEDURE 


The rules of procedure promulgated by the Shipping Board 
Bureau of the Department of Commerce (see Traffic World, 
September 28) definitely names parties in proceedings before it. 
Those who file complaints are to be called complainants and 
those against whom the complaints are filed are to be called 
defendants. 

In investigation and suspension proceedings those oppos- 
ing the tariff schedules under suspension and in proceedings 
under section 15 of the shipping act, 1916, those opposing agree- 
ments, or modifications or cancellations thereof will be called 
protestants. In investigation and suspension proceedings and 
other investigations the carriers and others designated therein 
are to be styled respondents. 

Parties filing agreements, or modifications or cancellations 
thereof pursuant to section 15 of the shipping act, 1916; or by 
whom or in whose behalf applications are made for relief from 
or under any reguatory provision of that act, as amended, or 
of the intercoastal act, 1933, are to be styled applicants. 

With regard to answers to formal complaints, the revised 
rule requires the original and five copies to be filed with the 
bureau and a copy shall directly be served by the party filing 
the answer on each party to the proceeding. Heretofore much 
of that sort of work has been done by the bureau. 

Answers, protests, applications, petitions, motions, notices 
and all other papers except depositions, petitions under Rule V 
and applications under rules XXII and XXIV, in proceedings 
pending on the formal docket of the bureau, must, when filed 
or tendered to the bureau for filing, show service thereof on 
all parties to the proceeding. Service on an agent or attorney 
is to constitute service on the party. 

Specific provision is made for oral arguments at hearing 
before the presiding examiner, who may grant or deny the 
request. If granted the argument is to be bound with the 
transcript of the testimony. The grant or denial of an argu- 
ment before an examiner does not preclude oral arguments as 
provided for in Rule XIX(a). That rule provides for oral argu- 
ments, on request, before a committee designated by the De- 
partment of Commerce. Arguments will be granted or denied 
at the discretion of the bureau. 

Provision is made in Rule XXIV for requests for investiga- 
tions under section 26 of the shipping act, 1916. Such applica- 
tions, the rule says, shall be personally signed and verified 
document by the applicant or an officer of the applicant or for 
the applicant by a duly authorized agent or attorney. The appli- 
cation must show the name and address of the complainant, 
name and address of the agent or attorney, if any; the particular 
laws, regulations or practices involved; and the manner in which 
vessels of the United States are deprived of equal privileges in 
foreign trade with vessels of any foreign country. 


SHIP OPERATING AGREEMENTS 


The Merchant Fleet Corporation of the Shipping Board 
Bureau has been working out revisions of the operating agree- 
ments covering operations of the American Pioneer Line (Far 
East, Australian and Indian services), operated by the Roosevelt 
Steamship Company, and operations of the America France Line, 
operated by the Cosmopolitan Shipping Company, and the 
American Hampton Roads-Yankee-Oriole Lines, operated by the 
Southgate Nelson Corporation. Under the proposed American 
Pioneer Line contract, it is understood, it is provided there 
shall be an allowance for overhead of $160,000 a year, one-half 
of one per cent of the gross revenue collected on terminated 
voyages and a sum equivalent to 7% per cent of annual net 
profits up to $300,000 with the percentage to be 25 per cent on 
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profits over $300,000. It is understood that in the case of the 
America France Line the proposed terms call for compensa- 
tion to the operator of 3 per cent of gross revenue collected 
on terminated voyages and a sum equivalent to 25 per cent of 
annual net profits. In the case of the Southgate Nelson the 
compensation is understood to be one per cent of the gross 
revenue collected on terminated voyages and a sum equivalent 
to 25 per cent of annual net profits. Each company would be 
allowed $150,000 a year for overhead expenses. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Department of Commerce on freight agreements filed pursuant 
to the provisions of section 15 of the shipping act, 1916, as 


amended: 
Agreements Approved 


Agreement No. 4417 between American Pioneer Line (Roosevelt 
Steamship Company, Inc., Managing Operators) and Southern Pa- 
cific Company (Southern Pacific Steamship Lines—‘‘Morgan Line’’) 
providing for the transportation of cargo on through bills of lading 
from Brisbane, Adelaide, Melbourne and Sydney, Australia, to New 
Orleans, Galveston and Houston. 

Agreement No. 4508 between American-Hawaiian Steamship Com- 
pany and Frank Waterhouse & Company of Canada, Limited, pro- 
viding for the transportation of cargo on through bills of lading from 
Vancouver, Victoria, New Westminster, Powell River, Chemainus, 
and Port Alice, British Columbia, to U. S. Atlantic Coast ports. 

Agreement No. 4516 between American-Hawaiian Steamship Com- 
pany and American Scantic Line, Inc., providing for the transporta- 
tion of cargo on through bills of lading from U. S. Pacific Coast ports 
to base ports of Copenhagen, Denmark; Helsinki, Finland; Stockholm, 
Sweden, and Gdynia, Poland, and via these ports to destinations in 
Norway, Sweden, Denmark, Finland, Danzig Free State, Poland, Ger- 
many, Latvia, Lithuania and Estonia. ; 

Agreement No. 4519 between American Line Steamship Corpora- 
tion and Edward P. Farley and Morton L. Fearey, Trustees of Mu- 
nargo Steamship Corporation providing for the transportation of cargo 
under through bills of lading from U. S. Pacific Coast ports to Cuba 
and the Bahama Islands. ( 

Agreement No. 4521 between Osaka Shosen Kaisha and States 
Steamship Company (California-Eastern Line) covering the transpor- 
tation of cargo under through bills of lading from Java, Philippine 
Islands, Indo-China, Hongkong, China, Manchuria, Siberia, Formosa, 
Korea and Japan to U. S. Atlantic ports. : 

Agreement No. 4523 between Osaka Shosen Kaisha and Pacific- 
Atlantic Steamship Company (Quaker Line) covering the transpor- 
tation of cargo on through bills of lading from Java, Philippine Is- 
lands, Indo-China, Hongkong, China, Manchuria, Siberia, Formosa, 
Korea, and Japan to U. S. Atlantic Coast ports. 

Agreement No. 4529 between McCormick Steamship Company and 
Panama Mail Steamship Company (Grace Line) providing for the 
transportation of cargo under through bills of lading from San Diego 
to U. S. Atlantic Coast ports. ; 

Agreement No. 4530 between Panama Mail Steamship Company 
(Grace Line) and McCormick Steamship Company providing for the 
transportation of cargo under through bills of lading from U. S. At- 
lantic Coast ports to San Diego. 

Agreement No. 4531 between Hamburg-Amerikanische Packet- 
fahrt Aktien Gesellschaft (Hamburg-American Line) and Nord- 
deutscher Lloyd (North German Lloyd) and Panama Mail Steam- 
ship Company (Grace Line) covering the transportation of cargo 
under through bills of lading from Hamburg and Bremen to U. S. 
Pacific Coast ports. 

Agreement No. 4532 between Red Star Linie, G. m. b. H. and 
Seatrain Lines, Inc., providing for the transportation of cargo under 
through bills of lading from Antwerp to New Orleans. : 

Agreement No. 4538 between Luckenbach Gulf Steamship Com- 
pany, Inc., and Richmond Navigation & Imp. Company providing for 
the transportation of cargo under through bills of lading between 
U. S. Gulf ports and Alameda, Oakland, and Richmond, California. 

Agreement No. 4539 between Luckenbach Steamship Company, 
Ine., and Richmond Navigation & Imp. Company providing for the 
transportation of cargo under through bills of lading between U. S. 
Atlantic Coast ports and Alameda, Oakland and Richmond, California. 

Agreement No. 4540 between Border Line Transportation Com- 
pany and American-Hawaiian Steamship Company providing for the 
transportation of cargo from Vancouver, Victoria, New Westminster, 
Powell River, Chemainus and Port Alice, British Columbia, to U. S. 
Atlantic Coast ports. 

Agreement No. 4545 between Dollar Steamship Lines, Inc., Ltd., 
McCormack Steamship Company, Puget Sound Freight Lines, Puget 
Sound Navigation Company, Skagit River Navigation and Trading 
Company, and Border Line Transportation Company providing for 
the transportation of cargo under through bills of lading from U. S. 
Atlantic Coast ports to U. S. Puget Sound ports. 

Agreement No. 4546 between Puget Sound Freight Lines, Puget 
Sound Navigation Company, Skagit River Navigation and Trading 
Company, Border Line Transportation Company, McCormick Steam- 
ship Company, and Dollar Steamship Lines, Inc., Ltd., providing for 
the transportation of cargo under through bills of lading from U. S. 
Puget Sound ports to U. S. Atlantic Coast ports. 

Agreement No. 4548 between Hamburg-Amerikanische Packet- 
fahrt Aktien Gesellschaft (Hamburg-American Line), Norddeutscher 
Lloyd (North German Lloyd) and American-Hawaiian Steamship 
Company covering the transportation of cargo from Hamburg and 
Bremen to U. S. Pacific Coast ports. 

Agreement No. 4549 between Sudden & Christenson (Arrow Line) 
and Richmond Navigation & Imp. Company providing for the trans- 
porfation of cargo under through bills of lading between U. S. At- 
lantic Coast ports and Alameda, Oakland and Richmond, California. 

Agreement No. 4551 between Nelson Steamship Company and 
Richmond Navigation & Imp. Company providing for the transpor- 
tation of cargo under through bills of lading between U. S. Atlantic 
Coast ports and Alameda, Oakland and Richmond, California. 

Agreement No. 4556 between.Gulf Pacific Mail Lines, Ltd., and 
Richmond Navigation & Imp. Company providing for the transporta- 
tion of cargo under through bills of lading between U. S. Gulf ports 
and Alameda, Oakland and Richmond, California. 

Agreement No, 4557 between Swayne & Hoyt, Ltd. (Gulf Pa- 
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cific Line) and Richmond Navigation & Imp. Company providing for 
the transportation of cargo under through bills of lading between U. 
S. Gulf ports and Alameda, Oakland and Richmond, California. 

Agreement No. 4558 between Bull Insular Line, Inc., and Panama 
Mail Steamship Company (Grace Line) providing f6r the transpor- 
tation of rum ugder through bills of lading’ from Puerto Rican ports 
to Los Angeles and San Francisco. 

Agreement No. 4564 between Swayne & Hoyt, Ltd. (Gulf Pacific 
Line) and Gulf Pacific Mail Line, Ltd., providing for the transpor- 
tation of cargo under through bills of lading from U. S. Pacific Coast 
ports to U. S. Gulf ports. 

Agreement No. 4565 between Gulf Pacific Mail Line, Ltd., and 
Swayne & Hoyt, Ltd. (Gulf Pacific Line) providing for the trans- 
portation of cargo under through bills of lading from British Columbia 
to U. S. Gulf ports. 

Agreement No. 4566 between Gulf Pacific Mail Line, Ltd., and 
Swayne & Hoyt, Ltd. (Gulf Pacific Line) providing for the transpor- 
tation of cargo under through bills of lading from U. S. Pacific 
Coast ports to U. S. Gulf ports. 

Agreement No. 4567: between Dollar Steamship Lines, Inc., Ltd., 
and Richmond Navigation & Imp. Company providing for the trans- 
portation of cargo under through bills of lading between U. S. At- 
lantic Coast ports and Alameda, Oakland and Richmond. 

Agreement No. 4412 between the N. V. Stoomvaart Maatschappij 
“‘Nederland,’’ Ellerman & Bucknall Steamship Co., Ltd., Dollar Steam- 
ship Line, Isthmian Steamship Company et al., establishing a con- 
ference in the trade from the East Coast of Sumatra to the East 
Coast of North America. 

Conference Agreement No. 131-64 between American Mail Line, 
Ltd., Dollar Steamship Lines, Inc., Ltd., Matson Navigation Com- 
pany, Prince Line, Ltd., et al., permitting member lines to appoint 
other sub-agents to replace sug-agents disqualified for violation of 
conference rules. 

Agreement No. 3594-2 between States Steamship Company (Cal- 
ifornia-Eastern Line) and Baltimore Mail Steamship Company add- 
ing lumber and logs to Agreement No. 3594, as amended, which pro- 
vides for the transportation of cargo, except lumber, under through 
bills of lading between U. S. Pacific Coast ports and Havre, Bremen, 
Hamburg, London, and European arbitrary ports. 

Agreement No. 3780-2 between Bank Line, Limited, Wilhelm 
Wilhelmsen, Lancashire Shipping Company, Ltd., Ellerman & Buck- 
nall Steamship Co., Ltd., The Ocean Steam Ship Company, Ltd., The 
China Mutual Steam Navigation Co., Ltd., Nederlandsche Stoomvaart 
Maatschappij ‘‘Oceaan,’’ Isthmian Steamship Company, Prince Line, 
Limited, American Pioneer Line (Roosevelt Steamship Co., Inc., 
Managing Operators), and Silver Line, Limited, revising Agreement 
No. 3780, as amended, which provides for the apportionment of sail- 
ings and pooling of freight revenue in the Atlantic/Far East trade, 
to change the allowance for handling expenses on shipments where 
the net freight credited to the pool is less than the allowance for 
handling expenses. 


Agreements Cancelled 


Agreement No. 102, as amended, between United Fruit Company, 
Panama Mail Steamship Company, Pacific Steam Navigation Com- 
pany, Compania Sud Americana de Vapores and Cia Peruana de 
Vapores, providing for the transportation of cargo on through bills 
of lading between Boston, New York,*New Orleans, and West Coast 
of Mexico, Central and South America. 

Agreement No. 598, as amended, between American-Hawaiian 
Steamship Company and American Scantic Line, Inc., which pro- 
vided for the transportation of cargo on through bills of lading from 
Helsingfors, Latvia and other Scandinavian and Polish destinations. 

Agreement No. 909 between Tacoma Oriental Steamship Company 
and States Steamship Company providing for the transportation of 
cargo under through bills of lading from Far East nad Oriental ports 
to Portland, Oregon. 

Agreement No. 910 between States Steamship Company and Ta- 
coma Oriental Steamship Company providing for the transportation 
of cargo under through bills of lading from Far East and Oriental 
ports to Seattle and Tacoma. 

Agreement No. 2169 between Frank Waterhouse & Company of 
Canada, Limited, and American-Hawaiian Steamship Company, which 
provided for the transportation of lumber on through bills of lad- 
ing from Vancouver, Victoria, New Westminster, Port Moody & 
Powell River, British Columbia, to Boston, New York or Philadelphia. 

Agreement No. 3133 between Sudden & Christenson (Arrow Line) 
and Richmond Navigation & Imp. Company providing for the trans- 
portation of cargo under through bills of lading between U. S. At- 
lantic Coast ports and Richmond, California. 

Agreement No. 3552. between Pacific-Atlantic Steamship Com- 
pany (Quaker Line) and Richmond Navigation & Improvement Com- 
pany providing for the transportation of cargo under through bills 
of lading between U. S. Atlantic Coast ports and Richmond, Califor- 
nia. 

Agreement No. 3553 between States Steamship Company (Cali- 
fornia-Eastern Line) and Richmond Navigation & Improvement 
Company providing for the transportation of cargo under through 
bills of lading between U. S. Atlantic Coast ports and Richmond, 
California. 

Agreement No. 3574 between Luckenbach Gulf Steamship Com- 
pany, Inc., and Richmond Navigation & Imp. Company providing 
for the transportation of eargo under through bills of lading be- 
aden U. S. Gulf ports and Alameda, Oakland, and Richmond, Cal- 
liornia. 

Agreement No. 3575 between Luckenbach Steamship Company, 
Inc., and Richmond Navigation & Imp. Company providing for the 
transportation of cargo under through bills of lading between U. S. 
Atlantic Coast ports and Alameda, Oakland and Richmond, California. 

Agreement No. 3604 between Dollar Steamship Lines, Inc., Ltd., 
and Richmond Navigation & Imp. Company providing for the trans- 
portation of cargo under through bills of lading between U. S. At- 
lantic ports and Richmond, California. 

_ Agreement No. 3704 between Nelson Steamship Company and 
Richmond Navigation & Imp. Company: providing for the transporta- 
tion of cargo under through bills of lading between U. S. Atlantic 
Coast ports and Richmond, California. 

Agreemnet No. 4194 between Western Transit Company and Sen- 
eca Steamship Company, Inc., providing for the use of space and 
terminal facilities of the Transit Company at Detroit, Michigan, by 
the Seneca Steamship Company, Inc., for the purpose of receiving, 
storing, and loading automobiles. 

Agreement No. 4323 between American Line Steamship Corpora- 
tion and Edward P. Farley and Morton lL. Fearey, Trustees of 
Munargo Steamship Corporation, providing for the transportation of 
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cargo under through bills of lading from U. S. Pacific Coast ports to 
Cuba and the East Coast of Mexico. 

Agreement No. 4484 between Border Line Transportation Com- 
pany and American-Hawaiian Steamship Company, which provided 
for the transportation of cargo from Vancouver, Victoria, Powell 
River, New Westminster, Chemainus and Port Alice, British Colum- 
bia, to U. S. Atlantic Coast ports. 


INTERCOASTAL COOPERATIVE AGREEMENT 


Two competitive lines in the intercoastal passenger trade 
have issued a joint statement announcing an agreement to issue 
interchangeable round-trip tickets between New York, Havana, 
and the Panama Canal. The two companies are the Grace Line 
and the Panama Pacific Line, operators of ships between New 
York and the West Coast, via Havana, the canal, and other way 
ports. By the agreement, effective immediately, each line will 
honor the return portions of round-trip tickets issued by its 
competitor, thus increasing the number of sailings available to 
cruise passengers to these ports. 

Both steamship companies have taken part in the past in 
efforts to “rationalize” the intercoastal steamship business, not 
only as to passengers but in the cargo trade. Early last year 
they entered into an agreement to “stagger” sailings, stabilize 
rates between the lines, and seek cargo in a joint-account ar- 
rangement, The “stagger” system of sailings was sought to 
prevent duplication of service. 





SHIP SERVICE FOR U. S. OFFICIALS 


The Shipping Board Bureau of the Department of Commerce 
has announced it has approved a steamship passenger agree- 
ment under which superior accommodations may be assigned 
government officials or employes traveling between Pacific coast 
ports and Hawaii without collection of additional charges above 
the minimum first class fares, when such travel is at the expense 
of the government. 

The agreement was filed with the bureau by the American 
Mail Line, Ltd., Dollar Steamship Lines, Inc., Ltd., the Matson 
Navigation Co., Prince Line and others, modifying agreement of 
the Trans-Pacific Passenger Conference “to permit member lines 
to assign superior accommodations, without collection of addi- 
tional charge above the minimum first-class fares, to officials, 
including enlisted personnel and civilian employes, of the fed- 
eral government, when traveling between Pacific coast ports 
and Hawaii at the expense of the government.” 


STEAMSHIP COMPANY OBLIGATIONS 


The Shipping Board Bureau of the Department of Commerce 
as of August 31 held $98,736,668.05 of unpaid notes of American 
steamship corporations acquired by the bureau through loans 
from the ship construction loan fund and $18,680,335.22 of notes 
of such corporations acquired through sales of ships by the 
government to purchasers. 

With respect to ship sales notes, as of August 31, there 
was an aggregate of $3,273,612.15 in principal and $162,747.56 in 
interest overdue. With respect to construction loan notes there 
was an aggregate of $3,203,916.19 in principal and $478,601.19 
in interest overdue. These figures have to do with “active” com- 
panies and do not include notes of bankrupt companies or netes 
on which foreclosure proceedings have been begun. 


AMERICAN SHIPBUILDING 


American shipyards were building or under contract to 
build, September 1, for private shipowners, 114 vessels aggre- 
gating 71,706 gross tons compared with 60 vessels aggregating 
30,686 gross tons on August 1, according to the Department of 
Commerce. The vessels included six of 1,000 gross tons and 
over, aggregating 21,200 gross tons. 


REFUND IN SHIPPING CASE 


In special docket No. 30, Stoody Co. vs. Luckenbach Steam- 
ship Co., Inc., Secretary of Commerce Roper has authorized and 
directed the steamship company to pay the Stoody Co., of 
Whittier, Calif., $95.02 as reparation on account of unreasonable 
rate and surcharge applied and collected on a shipment of ferro- 
chrome and silicon zirconium from Philadelphia, Pa., to Los 
Angeles, Calif., forwarded December 4, 1933. The rates and sur- 
charge were found unreasonable to the extent they exceeded 4214 
cents a 100 pounds and surcharge of 3 per cent. 


LAUNDRY TAG CASE DISMISSED 


The Department of Commerce, Shipping Board Bureau, has 
dismissed No. 181, The Tagit Co. vs. Luckenbach Steamship 
Co. et al., for lack of prosecution. The Department, in its report 
dismissing the complaint, said that the complainant said it would 
not be at the hearing and asked the Department to consider 
the information it had filed. The Department said that as the 
Statute gave the right of a full hearing, which included the right 
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to cross examine witnesses, and at the same time imposed the 
duty of deciding in accordance with facts established by proper 
evidence, the complaint would be dismissed for lack of prosecu- 
tion. The complaint alleged the rates on laundry tags from 
Philadelphia to Seattle, Wash., Portland, Ore., San Francisco, 
Los Angeles, Calif., and other Pacific coast ports were unjustly 
discriminatory. 


SHIPPING LEGISLATIVE AIMS 


Unity among shipping men with respect to legislative aims 
will be sought by leaders in the industry at the American mer- 
chant marine conference and ninth annual convention of the 
Propeller Club of the United States, to be held at the Waldorf 
Hotel, New York, Nov. 17-19. 

Shipping men from all parts of the country will participate 
in the discussions, which will be presided over by Joseph B. 
Weaver, director of the Federal Bureau of Navigation and Steam- 
boat Inspection Service. Arthur M. Tode, national president of 
the Propeller Club, pointed out that shipping interests had 
shown a lack of agreement as the means of getting for shipping 
the federal aid it needed and developing projects of mutual 
concern. 


EASY MONEY FOR BAYONNE TERMINAL 


Receiving reports that the Public Works Administration had 
approved a grant of several million dollars to construct a ship- 
to-railroad terminal at Bayonne, New Jersey, the Merchants’ As- 
sociation of New York announced that it had again protested the 
use of government money for carrying out this project. In a 
letter to H. B. Hackett, assistant administrator of the Public 
Works Administration, L. K. Comstock, president of the associa- 
tion, denounced the plan as a wanton waste of the taxpayers’ 
money and urged that the appropriation be reconsidered. 


SURVEY OF EXPORT BUSINESS 


Gains were reported by 79 per cent of the members and 21 
per cent reported losses for 1935 in comparison with 1934, in 
a survey just completed by the American Manufacturers’ Export 
Association of the export business of its members to ascertain 
the extent of the gains or losses, the plans for expansion, and 
the probabilities, as they appear to these men engaged in foreign 
trade. The survey covered manufacturing concerns in twenty- 
three states, taking in the east, the south, the middlewest, and 
northwest, and one or two of the states in the far west. 


FOREIGN TRADE ZONE HEARING 


An examiners’ committee of the Foreign Trade Zones Board 
will hold a public hearing on the application of the mayor of the 
City of New York for a grant under the foreign trade zones act 
of June 18, 1934, to establish a foreign trade zone at Stapleton, 
Staten Island, N. Y., in the public hearing room of the Bureau 
of Navigation and Steamboat Inspection, 45 Broadway, New York 
City, November 12, beginning at 10 a. m. 

General plans for the project contemplate the utilization of 
the area in which are included piers No. 7 to 18, inclusive, near 
Stapleton, Staten Island. 

All interested parties are invited to be present or repre- 
sented at the hearing, particularly those who may be affected 
by the proposed grant, according to the committee, which adds: 


An opportunity to be heard (either in person or by duly ap- 
pointed representative, either by appearance or by sending a written 
or telegraphic statement) will be given to persons or groups who 
have manifested their interest in this application by complying with 
the following simple requirements: 

1. A written or telegraphic request for an opportunity to be 
heard shall be filed before noon on November 7, 1935, at the office 
of the Examiners’ Committee, Room 401, 45 Broadway, New York 
City, or at the office of the Executive Secretary of the Foreign- 
Trade Zones Board, Room 6847, Commerce Building, Washing- 
ton, D. C., and shall indicate the number of witnesses, the general 
character of evidence, and the approximate amount of time required. 

2. Such request shall include (a) the name of any persons seek- 
ing to speak at the hearing, and (b) the persons or groups he rep- 
resents. 

In the discretion of the Examiners Committee, persons who have 
not complied with the foregoing may be permitted, at any time prior 
to the closing of the hearing, to file written statements regarding 
the application under consideration. Such written statements must 
be condensed as much as possible. 

This public hearing is solely for the purpose of obtaining, in the 
most direct manner, the facts useful to the Foreign-Trade Zones 
Board. The immediate objective is to determine whether or not the 
proposed plans are suitable for the accomplishment of the purpose 
of the foreign-trade zone under the act, and whether or not the 
facilities and appurtenances which it is proposed to provide are 
sufficient. 

Particular attention is called to the fact that the instant appli- 
cation is the only one to be considered at this time. This question 
> Songs suitability is up for discussion, not the suitability of some other 
site. 

Representation of interested parties by attorneys or others is 
permissible, but is not to be regarded as necessary. For accuracy 
of record, and for file with the report and recommendations of the 
Examiners’ Committee, all important facts and arguments should be 
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submitted in writing; as these, together with the record, will be for- 
warded for consideration by the Foreign-Trade Zones Board in 
Washington. 

You are requested to communicate the foregoing to any persons 
known by you to be interested in the matter who, not being known 
to this Committee, do not receive a copy of this notice. 


The committee is composed of L. P. Nickell, examiner, 
Bureau of Foreign and Domestic Commerce; Harry M. Durning, 
collector of customs, New York, and Edward D. Ardery, Colonel, 
Corps of Engineers, District Engineer, Second New York District. 


SOUTH CAROLINA WATERWAY 


The President has approved an allotment of $500,000 for 
preliminary work on the Santee-Cooper hydro-electric and navi- 
gation project in South Carolina, says a Federal Emergency Ad- 
ministration announcement. 

This sum, which is to be expended within a year, consists 
of a grant of $225,000, representing 45 per cent of the total, and 
$275,000 loan. 

The Santee-Cooper project is estimated to require $37,500,000 
for completion. It will provide facilities for the production of 
630,000,000 Kwh. of power annually, and also provide an inland 
waterway connecting Columbia and Charleston via the Congaree, 
Santee and Cooper rivers, and thence by intracoastal waterway 
to Georgetown. 

Proponents of the plan assert that completion of this de- 
velopment will provide a fine trade route on the Congaree, Santee 
and Cooper rivers 145 miles in length, of which 96 miles will 
have a navigable depth of 10 feet and the balance 7 feet. As 
part of the program a two-flight lock with a 75 foot lift will be 
built at Pinopolis. 

It is proposed to sell Santee-Cooper power at wholesale to 
public and private utilities and to industry. 


COLUMBIA RIVER BARGE LINE 


The Inland Navigation Co., Tacoma, Wash., in Ex Parte 
No. 117, has applied under section 3 of the Inland Waterways 
Corporation act for a certificate of public convenience and 
necessity for operation as a common carrier on the Columbia 
and Snake Rivers and for joint rates and through routes with 
rail carriers. The applicant has a paid-up capital stock of 
$95,500. 


Operations are intended to be carried on the Columbia River 
from its confluence with the Willamette River to Wallula, Wash., 
except when temporary river conditions prohibit, and on the 
Columbia River from Wallula, Wash., to Pasco and Kennewick, 
Wash., and the Snake River from its confluence with the 
Columbia River to Lewiston, Ida. The operation on the Colum- 
bia and Snake Rivers, according to the application, is to be 
when water conditions permit, which, according to the applica- 
tion, at present is about four months a year in the high water 
period. The application asserts that when proposed improve- 
ments by the government have been completed the service will 
be throughout the year. It is intended to begin operation in 
the spring of 1936 when barge and other equipment now under 
construction has been completed. The terminal ports will be 
Portland, The Dalles, and Umatilla, Ore., Maryhill, Wallula and 
Riparia, Wash., and Lewiston, Ida. Ports of call will be Van- 
couver, Pasco and Kennewick, Wash., Hood River and Arlington, 
Ore. Terminals except at Portland, Ore., the application says, 
are to be constructed and established in furtherance of appli- 
cant’s operation. 


Railroads mentioned as being those with which the appli- 
cant desires through route and joint rate arrangement are the 
Northern Pacific, Spokane, Portland & Seattle, Great Northern, 
and Union Pacific System, including the Oregon-Washington 
Railway & Navigation Co., and the Oregon Short Line. 

There are no water carriers with which the applicant will 
compete, says the application, and only occasional trips on the 
Columbia in the handling of special loads. It is asserted there 
is at present a large volume of freight, intrastate, interstate 
and foreign, moving to and from the Inland Empire (eastern 
Washington, eastern Oregon and western Idaho) by way of 
the Columbia and Snake River valleys, aggregating 12,000,000 
tons annually. It is declared that a minimum of 1,000,000 tons 
of that volume can more economically be shipped by river than 
by rail. A large and economically important part of the freight 
traffic, the application asserts, is of farm products moving down 
the valleys and of petroleum products moving up. Both, the 
application asserts, require low transportation charges and lend 
themselves readily to water transportation. 

Nine hundred and seventy individual wheat farmers with 
approximately 1,000,000 acres of wheat land, and 226 merchants 
in the territory to be served, according to the application, here- 
tofore signed statements that they would ship all possible. of 
their freight by river transportation. Petroleum product com- 
panies, it is declared, have also stated their desire for this 
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service. Applicant is assured of adequate patronage, declares 
the application, and its operation can be profitably conducted 
at rates lower than those of existing rail and truck operations. 
The proposed operation, says the application, will attain a goal 
long sought by farm organizations, trade associations and cham. 
bers of commerce in the territory to be served. 


SHIPPING LEGISLATION 

Enactment of ship subsidy legislation at the next session 
of Congress is expected by Secretary of Commerce Roper, who 
is the present administrator of the shipping laws, including 
provisions of the ocean mail subsidy act of 1928. The Secre- 
tary has announced that he has submitted to the President a 
report reviewing the entire situation with respect to shipping 
legislation and in which recommendations for legislation are 
made. President Roosevelt, according to Mr. Roper, may study 
the report while on his present trip away from Washington. 

The proposed legislation, it is understood, represents a 
modification of the ship subsidy bills that were under considera- 
tion at the last session of Congress. 

Officials of the Commerce and Post Office Departments, the 
two government departments which have the most to do with 
merchant shipping, worked on the legislative recommendations 
submitted to the President. 

The proposal that the existing ocean mail subsidy con- 
tracts, entered into under the Jones-White act of 1928, be ter- 
minated not later than June 30, 1936, is under consideration in 
connection with plans to present revised shipping legislation at 
the next session of Congress. Under a joint resolution passed 
by Congress the President has until March 31, 1936, to exercise 
power under which he may modify or cancel the contracts. 
Administration officials hope that legislation may be enacted t 
the end that the ocean mail contract method of subsidizing 
the merchant marine may be dropped and direct subsidies paid. 
It is not expected that the ocean mail contracts will be ter. 
minated without some substitute arrangnement to aid the mer. 
chant marine being put into effect. 


PRACTITIONERS’ CONVENTION 


Commissioner Caskie, a member of the division of the Com- 
mission dealing with matters arising under the motor carrier 
act, is scheduled to address the sixth annual meeting of the 
Association of Practitioners before the Interstate Commerce 
Commission to be held at the Commodore Hotel, New York City, 
October 23 and 24. He will discuss important aspects of the 
administration of the motor carrier act. 

Chairman Tate, of the Commission, has promised to attend 
the convention and it is expected he will make some remarks. 

The business meeting of the association will begin at 2:15 
p. m., October 23, after a group luncheon in the ball room of the 
hotel. There will be a dinner the night of October 23 at the 
French Casino, Seventh Avenue and Forty-ninth Street. 


PRACTICE BEFORE THE COMMISSION 


The National Industrial Traffic League, in a circular issued 
October 2, discusses S. 2944, the Senate bill, the object of which 
is to restrict practice before government bureaus and commis- 
sions to licensed attorneys. It takes the position that the 
Interstate Commerce Commission “although exercising quasi- 
judicial functions, is not a court of law within the meaning of 
the Constitution, but is primarily a fact-finding body dealing 
with technical subjects. ...” The circular cites a recent deci- 
sion in federal court in Philadelphia in which it was held that 
the Commission was a rate-making body and not a court, and 
suggests that that decision is a “very effective argument” to be 
used in opposition to S. 2944 by those who think practice before 
the Commission should not be restricted as the bill seeks to 
restrict it. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the Order 
of Railway Conductors has been authorized to represent yard 
conductors (foremen) employes of the Pittsburgh & Lake H#rie 
and Lake Erie & Eastern; that the Order of Railroad Teleg- 
raphers has been authorized to represent the telephone-switch- 
tenders employes of the Cincinnati Union Terminal Co.; that the 
Switchmen’s Union of North America has been authorized to 
represent yard foremen (conductors) and yard helpers (brake- 
men) employes of the Akron, Canton & Youngstown; that the 
Brotherhood of Railroad Trainmen has been authorized to repre- 
sent the yard foremen (conductors), yard helpers (brakemen), 
and switchtenders employes of the Lehigh Valley; that the 
Order of Railway Conductors has been authorized to represent 
the brakemen employes of the Tidewater Southern Railway 
Co.; that the Brotherhood of Locomotive Engineers has been 
authorized to represent the motormen employes of the Sacra- 
mento Northern and that the Brotherhood of Railroad Trainmen 
has been authorized to represent the conductors and brakemen 
employes of the Sacramento Northern. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 


from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Perishables—Liability of Carrier for Deterioration of 

New York.—Question: With reference to the statement on 
page 798 of The Traffic World of April 27, 1935, reading, “The 
carrier is not liable for loss resulting from the inherent nature of 
the goods, if its own negligence did not occasion or contribute 
to the injury,” this statement, under a particular state of facts, 
may have been the conclusion reached by the court, but it 
is not a rule of law. Here the fruit was damaged when the 
carrier received it and no amount of care by the carrier could 
have reduced the damage. The carrier received rotten fruit; 
no amount of care could make the rotten fruit good fruit. If the 
carrier received unmarketable rotten fruit and delivered unmar- 
ketable rotten fruit and the carrier did not ice the fruit, there be- 
ing no damage from the carrier’s negligence, the consignee could 
not set up the carrier’s negligence and collect the value of 
good fruit. 

I disagree with the first sentence in your second paragraph. 
I have searched the digests and reporters and have yet to 
find a case involving an interstate shipment which holds that a 
common carrier is liable only for negligence, where perishable 
goods perish as the result of an accident, not the result of an 
act of God, or the public enemy and where there is no express 
agreement limiting the carrier’s liability or valuation agree- 
ment. 

Suppose the carrier properly refrigerated the fruit and en 
route thieves broke open the car, though not stealing any of 
the fruit, and the fruit is destroyed as a result of the tam- 
pering with the car; under this state of facts, would the 
plaintiff be required to prove the carrier’s negligence, and if 
plaintiff could not prove negligence would the carrier win? I 
think not. I hold further that if the carrier came forward and 
established the fact that it was not negligent, that the carrier 
would still be liable for the value of the fruit, on the theory 
of insurer liability of common carriers. 

Your reply should cite United States Supreme Court cases 
holding contrary to the opinions set forth above. 

Answer: Where the destruction of or the injury to the 
goods is due to their inherent nature and qualities, or to 
defects therein, the carrier is not liable, if its own negligence did 
not occasion or contribute to the injury. The Howard vs. 
Wissman, 18 How. 231, 15 L. ed. 363; Janney vs. Tudor Co., 
3 Fed. 814; Lamb vs. Parkman, 14 F. Cas. No. 8020, 1 Sprague 
343; Ill, Cent. R. Co. vs. McClellan, 54 Ill. 58, 5 Am. 83. 

With respect to perishable goods which themselves contain 
the elements of destruction governing their loss or deterioration, 
the carrier is not an insurer (Philadelphia, etc., R. Co. vs. Dif- 
fendal (Md.), 72 Atl. 293, 458), and is no more liable for de- 
struction or injury resulting solely from the inherent infirmity 
in the goods than for loss entailed solely by an act of God or 
of the public enemy, or by the carelessness of the shipper. (R. 
E. Funston Dried Fruit Co. vs. Toledo, etc., R. Co. (Mo.), 143 
S. W. 839; Libby vs. St. Louis, etc., R. Co. (Mo.), 117 S. W. 
659.) Thus the carrier is not liable for loss or injury due 
solely to such causes as fermentation, decay, spontaneous com- 
bustion, effervescence, putrefaction, or explosion. The measure 
of the carrier’s duty is to exercise reasonable care and diligence 
to protect the goods from loss or injury while in its custody 
(Philadelphia, etc., R. Co. vs. Diffendal, (Md.) 72 Atl. 293, 458; 
Feinberg vs. Delaware, etc., R. Co. (N. J.) 20 Atl. 33), and it is 
liable for only such deterioration as is attributable to its negli- 
gence. Nevertheless, if it appears that the carrier’s negligent 
conduct conduced to set the inherent infirmity of the goods in 
motion to the damage of the owner, it will suffice to fix the 
carrier with liability therefor. In other words, the exemption 
on account of the infirmity of the goods obtains only where the 
loss is solely attributable to such infirmity, for if the carrier’s 
negligence comingles with the infirmity and contributes in part 
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to the damage, liability is entailed therefore against the carrier 
for his negligent conduct. (R. E. Funston Dried Fruit, etc., Co. 
vs. Toledo, etc., R. Co., (Mo.) 143 S. W. 839; Trakas vs. Charles- 
ton, etc., R. Co., (S. C.) 69 S. E. 209; Texas, etc., R Co. vs. 
Smissen, (Texas) 73 S. W. 42. 

One of the exceptions to the carrier’s liability for injury 
to goods delivered to it for transportation is that the carrier 
is not liable for injury which results from the inherent nature 
of the goods. In our answer to which you take exception, we 
were dealing with the liability of a carrier for injury to perish- 
ables, which by reason of their inherent nature are subject to 
deterioration, which may or may not be the result of negligence 
on the part of the carrier. As we stated in our answer, the 
carrier is liable if the deterioration results from its negligence, 
but not for deterioration which results from the inherent nature 
of the goods unless its negligence conduced to set the inherent 
infirmity of the goods in motion. 

We see no error in this statement which is supported by 
decision of the courts. See page 121, 10 Corpus Juris. 


Demurrage—Notice of Refusal 


Illinois—Question: Please give us your opinion regard- 
ing American Railway Association demurrage Tariff No. 4-0, 
Item 515, Rule 4, Section E, paragraph 1 and Note 2. It is 
provided that the carrier shall “send notice of such refusal 
by wire” in paragraph 1, and Note 2 states that “on each 
carload shipment as to which wire notice is sent” a charge of 
$1 is to be made. 

A simple reading of the above quotations would imply 
notice by telegraph. When the owner to be notified is located 
in the same city as the carrier’5s offices, from which the 
notice is sent and the carrier notifies by telephone, may the 
charge of $1 for the telephone call be assessed under Note 2 
referred to above? 

Answer: In our opinion, the provisions of Rule 4, Section 
E, Note 2, relate only to notices sent by telegraph to the con- 
signor or owner, where located at a point other than that at 
which the shipment is being held. 

The tariff is not specific in that there is no explanation 
of what is meant by the term “wire notice.” In our opinion it 
would be held that the ordinary meaning of the term “wire 
notice,” which is notice by telegram, should apply and that 
the assessment of the charge for the telephone message at 
the point at which the shipment is being held would fall within 
the class of an unreasonable charge. 


Rate in Effect Date Shipment Received for Transportation 
Controls Shipment to Final Destination 


Michigan.—Question: We will appreciate your comments 
on the following: 

On April 17, as per signed bill of lading held in our files, 
shipment was made from A, Kansas to B, lowa, of a carload 
of sale weighing 45,300 pounds, routed U. P.-Burlington-Fort 
Dodge, Des Moines & Southern. On April 18 the emergency 
charge went into effect. This shipment was being made freight 
collect, and freight charges were collected at destination with 
emergency charge added. Since the bill of lading shows the 
railroad signature on April 17, the day before the emergency 
charge went into effect, we filed claim with the Fort Dodge, 
Des Moines & Southern for overcharge freight. They return 
our claim with the information that the car did not actually 
move until April 26. 

Technically speaking, we feel that the railroad is respon- 
sible for the collection of $8.40 in excess of freight charges 
and we should be deimbursed, claiming that signed bill of lad- 
ing shows the car in the possession of the railroad. 


Answer: With respect to the question as to when goods 
are delivered to a carrier and when the liability as a carrier 
begins, the rule is that in order that the carrier may be charged 
with reference to the custody, care and transportation of goods, 
it is essential that, as bailee, it shall have come into posses- 
sion of the goods, which, of course, involves a delivery by the 
shipper and an acceptance by the carrier, and until there has 
been such a delivery and acceptance, by which possession of 
the goods had been transferred from the shipper to the car- 
— no liability of the carrier with reference to such goods 
arises. 

If something required by law or contract remains to be 
done by the shipper after the goods are put into the hands of 
the carrier before they are to be transported, the carrier does 
not become liable as carrier until the goods are ready for 
shipment. As otherwise expressed, the party bringing the 
goods must first do whatever is essential to enable the car- 
rier to commence, or make the needful preparation for the 
service required from it, before it can be made liable or 
subject to responsibility in that capacity. Delivery cannot be 
complete if anything remains to be done by the shipper before 
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the goods can be sent on their way. But if the thing to be 
done is something which it is the duty of the carrier to do with- 
out further act on the part of the shipper, then the liability of 
the carrier attaches at once. However, notwithstanding the 
goods are in the actual custody of the carrier, its® liability as 
such does not attach before shipping directions have been given 
and until such time its liability is that of a warehouseman 
only. Nevertheless, the liability of a carrier as a common 
carrier begins with the actual delivery of the goods for trans- 
portation and not merely with the formal execution of a re- 
ceipt or bill of lading, the issuance of a bill of lading not 
being necessary to complete the delivery and acceptance. St. 
Louis, etc., R. Co. vs. Burrow, 116 S. W. 198 (Ark.); Garner 
vs. St. Louis, etc., R. Co. (Ark.), 96 S. W. 187; Cent. of Ga. 
R. Co. vs. Bird (Ga.), 73 S. E. 599. 

It is our view that, if the bill of lading is issued before 
the shipment is made, this being prima facie evidence of re- 
ceipt of the goods by the carrier, the date of the billing 
will, if uncontroverted by proper evidence, determine the rate 
to use; that if the goods were physically taken by the carrier 
into its possession, with full knowledge as to routing and des- 
tination, so that their transportation may be begun without 
further action on the part of the shipper, the date such pos- 
session was taken will determine the applicable rate, regard- 
less of the date of the billing, or the date the transportation 
is commenced. 

See, in this connection, the Commission’s order of Nov. 
17, 1910, which reads as follows: 


On the 20th day of January, A. D. 1910, this Commission issued 
an order in the following terms: 


It is ordered, That all carriers subject to the Act to Regulate 
Commerce be warned that a false entry as to date, or otherwise, 
upon a bill of lading, is a misdemeanor within the meaning of Sec- 
tion 20 of said act, and that in case of any such false entry here- 
after arising, criminal prosecution of those responsible therefor will 
be requested. 


An investigation by the Commission has developed the fact that 
certain rail carriers at Chicago, Ill., and at other points are issuing 
bills of lading showing a date prior to that upon which shipping 
instructions are received by the carrier. These bills of lading pur- 
port to show that cars are in course of transportation to named 
consignees on a date pror to that upon which such consignees are 
indicated to the carrier. In specific cases brought to the attention 
of the Commission this has resulted in loss to buyers of property 
through presentation of such bills of lading as proof that shipments 
had been made on contract days, although such shipments had not 
been ordered forward until some days after the date shown in the 
bills of lading. Therefore, 


It is further ordered, That all carriers subject to the act to regu- 
late commerce ke warned that not only must property to be trans- 
ported ke in the possession of the carrier issuing the bill of lading 
therefor at the time of such issuance, but such bill of lading must 
be dated as of the day upon which the shipping instructions are fully 
given and the carrier finally authorized to forward the property. 


Trucking Companies—Assessment of Emergency Charges 


Wisconsin.—Question: The Texas Railroad Commission has 
granted. the carriers’ application to apply emergency increases 
to intrastate traffic in Texas, effective August 26. 


The trucking companies in Texas are now assessing the 
emergency charges. They were evidently forced into this 
by the railroads. 

Will you kindly advise if we are obliged to pay the truck- 
ing companies these emergency charges? 

Answer: In so far as interstate traffic is concerned, and 
subject to the requirements of the State Commission as to 
intrastate traffic, inasmuch as the charges of a trucking com- 
pany are not required to be filed with the Interstate Commerce 
Commission, as is true of common carriers subject to the 
Interstate Commerce Act, in which event its charge may not 
be varied from, whether trucking companies may assess the 
amounts which represent the emergency charge assessed by 
rail carriers subject to the Interstate Commerce Act depends 
upon the nature of the contract entered into with the truck- 
ing company, that is, it depends upon what the terms of the 
contract are as to the compensation which is to be paid the 
trucking company for the transportation of the goods. 

If there is nothing in the contract of shipment to the 
contrary, the trucking company may assess, in addition to 
its charges, which are made with relation to the rates of the 
common carriers, amounts which represent the emergency 
charges which have been authorized by the Interstate Com- 
merce Commission for application in connection with the rates 
of common carriers published and on file with the Interstate 
Commerce Commission. 


Damages—Measure of 


Massachusetts.—Question: One merchant made a _ ship- 
ment of a carload of freight to a certain destination. On or 


about the same day another merchant made a shipment of 
similar merchandise to another town and to a different con- 


signee. 


It so happened that the car numbers were very simi- 
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lar. Both cars arrived at a junction point in close proximity 
to the destinations on the same day. 

The railroad, in error, sent the merchandise of the sec- 
ond merchant to the consignee and customer of the first mer- 
chant. In other words, the railroads erred in sending to a 
consignee and destination the wrong car. Upon arrival the 
consignee discovered the error. A check developed that the 
car he should have received was still at the junction point, 
which was not far distant from the proper destination. The 
consignee, however, was in urgent need of material and was 
compelled to go out into the open market and buy an emer- 
gency supply prior to the proper delivery of his car. Only 
a small quantity was purchased, but at higher than the invoice 
price, for which difference a bill was rendered to the carrier. 

The railroad contends the claim represents special dam- 
ages or a consequential item, which we do not find to be a 
proper charge against the carriers, being of a nature not con- 
templated or provided for in the provisions of the uniform 
bill of lading as an item which the carriers can be called upon 
to play. The claim is declined. May I have your opinion on 
this point? 

Answer: A carrier is not an insurer against delay in the 
transportation of goods. The principle on which the carrier’s 
extraordinary liability is founded does not extend to the time 
occupied in transporting the goods. As to the time of de- 
livery, their liability stands on the same ground as that of 
ordinary bailees for hire. Hence the rule is one of general 
application that, in. the absence of special contract binding 
the carrier to deliver within a specified time, mere delay in 
transportation does not create any liability to respond in 
damages. 

As to the diligence and care required in completing the 
express or implied contract for transportation only, the rule 
is that the carrier is bound to use reasonable diligence and 
care, and that only negligence will render it liable, unless a 
stipulated time is fixed in the contract. 

We are unable to locate decisions of the courts with re- 
spect to this question. However, in G. C. & S. F. Ry. Co. vs. 
Barber, 127 S. W. 258, it is held that a carrier contracting to 
transport lumber to a retailer is not liable for special damages 
caused by a delay in transportation resulting in the consignee, 
by reason of the increased price paid by him to supply the 
lumber of the kind contained in the delayed shipment to his 
customer, whereby he lost the retail profit which he would 
otherwise have made, unless the carrier, at the time of the 
making of the contract for transportation, knew of the par- 
ticular circumstances under which damages were liable to re- 
sult, and the mere fact that the consignee was engaged in 
the sale of lumber, and that similar shipments had been made 
would not render it liable for such damages; that the measure 
of such damages is ordinarily the difference between the value 
of the property shipped at the time it did arrive and the time 
it should have arrived. 


Nevertheless, it seems to us that the decision of the Su- 
preme Court of the United States in Illinois Central R. Co. vs. 
Crail, 281 U. S. 57, 50 S. Ct. 180, furnishes grounds for believ- 
ing that a recovery could be had in the instant case. While 
that case relates to the loss of a portion of a carload shipment, 
the court, after discussing the contention of the plaintiff that 
the retail value at destination was the proper measure of dam- 
ages, indicates that if he had been under any constraint to 
purchase coal to repair his loss or carry on his business, the 
measure Of his loss would be the retail market price of the 
necessary replacement. There is no suggestion in the Supreme 
Court’s decision that such damages should be termed “special 
damages,” and we doubt whether they would be so held in an 
action against the carrier. 


Forwarding Agents—Liability of 


California——Question: Will you kindly advise if forward- 
ing companies, such as those operating from Chicago to Pa- 
cific Coast points under Rule 10 of the Classification, are com- 
mon carriers, and if so, are they subject to the statutes or 
common law governing common carriers? 

Will you please cite cases that have determined their legal 
status? 

Answer: A mere forwarding agent who does not receive 
goods into his custody, but as agent for the shipper merely 
contracts for their transportation by carriers, and who has no 
interest in the freight, but receives compensation from the 
shipper as his agent, is not a common carrier, and he is liable 
only for want of ordinary care. He is not an insurer of the 
safety of the goods during transportation, or before, but is 
liable only for his own negligence or that of his agents. But 
a forwarding agent who receives goods for transit, issues bills 
of lading, makes contracts in his own name with a railroad 
company for carriage, is, as to a person with whom he con- 
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tracts for the delivery of goods, a common carrier and liable 
as such. See Ingram vs. American Forwarding Co., 162 Ill. A. 
476; Bare vs. American Forwarding Co., 146 Ill. A. 388 (Aff. 
343 Ill. 298, 89 N. E. 1021); Blakiston vs. Davies, 42 Pa. Super. 
290; Kettenhoffer vs. Globe Transfer & S. Co., 127 Pac. 295; 
Heath vs. Forwarding Co., 190 Pac. 839; Tilles vs. Express 
Co., 286 S. W. 1102 (Mo.); in re Emerson, 199 Fed. 95; Stan- 
nard vs. Prince, 64 N. Y. 300; Sluetzkin vs. Ferhard & Hey, Inc., 
191 N. Y. S. 104. 

See, also, Highway Freight Forwarding Co. vs. Public Serv- 
ice Commission, 164 Atl. 835, in which it was held that to con- 
stitute a common carrier it is not essential that a person or 
corporation undertaking such service own the means of trans- 
portation; that a freight forwarding company receiving goods 
from shippers, retaining them in a warehouse and then sub- 
letting carriage thereof to other carriers, was a common carrier 
within the statute requiring a certificate, and not a mere for- 
warding agent. 

In Heath vs. Judson Forwarding Co., 190 Pac. 839, it was 
held if goods are deposited with a forwarding company merely 
as the initiatory step toward starting them in itinere, the for- 
warding agent having undertaken to do no more than to 
safely keep the goods and forward them when the opportunity 
offers itself, and being in no wise interested in their carriage 
after delivery to the carrier, such a forwarding agent cannot 
be regarded as a common carrier; but where the forwarding 
agent undertakes to transport the property from its location 
in one city to another city, for through rates less than the 
published rates of the railroad company in broken lots, which 
it is entitled to do by accumulating property for the given 
destination until a car can be filled, which car is billed to its 
distributing agent at the point of destination, such a forwarding 
agent assumes, while holding the property for accumulation, the 
liability of a common carrier. 


However, in Northwestern Tablet Company vs. Universal 
Carloading & Distributing Co., 250 N. W. 456, it was held that 
a forwarding agent whose business was to collect less-than- 
carload shipments from consignors, combine the shipments 
into carloads and ship them in the agent’s name was a private 
carrier free to contract for its compensation unhampered by 
existing railroad tariffs. 


Transit—Non-Absorption of Out-bound Switching Charge Where 
Out-Bound Shipments Contain Non-Transit Tonnage 


New York.—Question: Rate Advice No. 21546 of the West- 
ern Trunk Line Committee, dated July 20, 1935 (Docket CC 
3192-X), reads as follows: 


- wee Products—Transit Arrangements at Points in the Chicago 
istrict. 

Amend individual lines’ tariffs, which provide for the absorption 
of switching charges in connection with transit shipments of dairy 
products in the Chicago district to provide that the out-bound switch- 
ing charges from transit houses will not be absorbed when any portion 
of the shipment consists of non-transit tonnage. 

Individual lines’ tariffs to be amended, effective September 1, 1935. 

Authority; July 9-12, 1935, General Traffic Committee meeting. 


Since the Central Freight Association lines and Eastern 
Trunk Lines consider a deficiency in the minimum car as non- 
transit weight, will you please advise whether such deficiency 
would necessitate payment of the out-bound switching charge 
in addition to the storage in transit charge? This is in con- 
nection with shipments of eggs from the Pacific Coast, stored 
in transit at Chicago. 

Answer: The application of the transit charge is not, in 
our opinion, affected by the non-absorption of out-bound switch- 
ing charges from transit houses by reason of the inclusion of 
non-transit tonnage in the shipment. In the absence of specific 
tariff provision to the contrary, the inclusion of non-transit ton- 
hage in the out-bound shipment, regardless of the reason for 
such tonnage being classed as non-transit tonnage, is a basis 
for the non-absorption of out-bound switching charges, under 
the provisions of the rate advice to which you refer. 


Tariff Interpretation—Routing Instructions 


Georgia.—Question: Please refer to Southern Freight Tariff 
Bureau Freight Tariff No. $23-B, I. C. C. No. 1930, issued by C. R. 
Young, agent, and advise if the Interstate Commerce Commis- 
sion has ever given any ruling on such routing as is published 
on page 169 for account of the Atlantic Coast Line Railroad. I 
have particular reference to the first paragraph of the pre 
amble, which reads as follows: 


Except as shown in Notes 1 and 2, the rates herein are subject 
to the following routing instructions, on traffic moving in connection 
with the Atlantic Coast Line R. R. On traffic forwarded in connec- 
tion with the Atlantic Coast Line R. R., via routes other than pro- 
Vided herein, lowest combination will apply. 


A shipment moved from Eastman, Ga., to Spray, N. C., in 
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connection with the Atlantic Coast Line and no routing is shown 
in the tariff for account of the Atlantic Coast Line between 
these points. It is my understanding that the Interstate Com- 
merce Commission has ruled that routing should be specific 
and not general. For example, Route B-6 is shown in this tariff 
from Eastman and reads as follows: “Rates are not applicable 
via L. & N.” In my opinion, this is specific and it occurs to 
me that the Atlantic Coast Line R. R. should be required to 
publish routing in the same manner where they do not desire to 
participate. 

Answer: The routing provision, to which you refer, as pub- 
lished in the tariff to which you give reference, is for account 
of the Atlantic Coast Line Railroad affirmative in character, 
while that for account of the Louisville & Nashville Railroad 
is negative. Both are, in our opinion, very specific and neither 
is prohibited by the provisions of Rule 4 (k) of the Commis- 
sion’s Tariff Circular 20. 

Under the terms of the routing provisions for account of 
the Atlantic Coast Line Railroad, shipments between given 
points forwarded via routes other than specified therein are 
subject to the lowest combination of rates. 

To state that rates between given points are not applicable 
via the Atlantic Coast Line Railroad would hardly be more 
specific. 

However, where no routing is provided between given 
points, whether the absence of routing instructions brings into 
play the provisions reading “on traffic forwarded in connection 
with the Atlantic Coast Line Railroad, via routes other than 
provided herein, lowest combination will apply,” is not definite 
and certain. A more definite statement to this effect should be 
incorporated in the tariff. 


Conversion—Failure to Notify Consignor of Refusal of Goods 
by Consignee 


New York.—Question: We would like to have your opinion 
as to whether the following is conversion on the part of a carrier: 

A shipment was delivered to a carrier in April. The ship- 
ment was refused by the consignee, but no notification was 
sent to the shipper of refusal. In trying to collect the value of 
the shipment it has been proven that the shipment was not 
received by the consignee. In checking we find the merchandise 
is on hand, but in bad condition due to lying around for over 
four months in the receiving station of said carrier, where it 
is now. 

They wish to return the merchandise to us and state that 
the handling charges and cost of putting the merchandise into 
salable condition is all we are entitled to on the shipment. We 
claim that we do not have to take it in as the lack of proper 
notification of refusal constitutes conversion. 

Answer: In addition to warehousing the goods the carrier 
is ordinarily chargeable with the duty of notifyiing the con- 
signor of the consignee’s failure or refusal to accept the goods. 
(T. W. Brockman Commission Co. vs. Mo. Pac. Ry. Co., 188 
S. W. 900; Davis vs. Osward & Taube, 149 N. E. 861; Texarkana 
& Ft. S. Ry. Co. vs. Twin City Produce Co., 208 S. W. 989; 
A. C. L. R. Co. vs. Ousley Co., 139 S. E. 586; C. N. O. & T. P. 
Ry. Co. vs. Malsby, 96 S. E 710; Moore vs. Sou. Pac. Co., 165 
S. E. 920; Stoddard Lumber Co. vs. O. W. R. & N. Co., 165 
Pac. 363). 

However, according to some cases such notice is necessary 
only where it would be a failure to exercise due care in the 
protection of the goods not.to give it (Markowitz vs. N. Y. C. 
R. Co., 172 N. Y. S. 233; Porter vs. Penna. R. Co., 215 N. Y. S. 
728), or- where the consignor exercises the right of stoppage in 
transitu. Such notice is excused where the consignor obtains 
timely notice for other sources, or where at the time the goods 
were left with the carrier for transportation the consignor did 
not disclose his name and residence. So where there has been 
no absolute refusal on the part of the consignee to accept the 
gools, and he has promised to call for, and take them away 
within a short time, the carrier is not chargeable with neg- 
ligence in failing to give immediate notice to the consignor of 
the delay in the acceptance of the goods. See Porter vs. Penna. 
R. Co. 217 N. ¥. S. T36, 


Where the consignee refuses to receive the goods there is 
no obligation on the part of the carrier to return them to the 
consignor, unless ordered to do so. But the consignor has the 
right to demand that goods shipped be returned on failure or 
refusal of the consignee to receive them. And where the car- 
rier on receiving such demand acquiesces therein, but takes no 
action for several months, during which time the goods are 
destroyed by fire in a warehouse where they were stored, the 
carrier is liable as a matter of law to the consignor for the 
loss. But it has been held that, unless there is an absolute de- 
nial by a carrier of a shipper’s right to a return of the goods, 
or unless the excuses for failure to return are unreasonable, 
inconsistent, or made in bad faith, there can be no conversion 
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by the carrier, even on clear proof of demand by the shipper 
and failure to return. Where the consignee refuses to receive 
the goods and the carrier returns them to the consignor, on 
his order to do so, the consignee is stopped from suing the 
carrier for conversion. 

In Georgia, etc., R. Co. vs. Blish Milling Co., 15 Ga. A. 142, 
82 S. E. 784, the court said that conversion by a common carrier 
or other bailee implied some wrongful act—a wrongful dispo- 
sition or withholding of the property; that there must be an 
affirmative wrongful act; and mere nonfeasance or failure to 
perform a duty imposed by contract or implied by law is not a 
conversion; there must be a wrongful taking or detention, or an 
illegal use, misuse, or assumption of ownership. 

We can locate no decision holding that the failure of the 
carrier to notify the consignor of the refusal of goods consti- 
tutes conversion. 

Where goods deteriorate in value because of the carrier’s 
failure to notify consignor of consignee’s failure to accept goods, 
the carrier is liable for damages suffered by the consignor. 
Atlantic Coast Line R. Co. vs. Ousley Co., 139 S. E. 586. 


Sales F. O. B.—Passage of Title as Affected by Term 


Ohio.—Question: What significance, if any, is attached to 
the following form of terms of sale? 

“F. O. B. mill, freight allowed to destination,” or “F. O. B. 
destination?” 

Is there any advantage to be gained by the shipper in 
selling under either form, and, if so, what is it? 


Answer: Where the provision is F. O. B. at point of ship- 
ment title will pass, as a general rule, when the property is 
placed in the cars for shipment; on the other hand, where this 
provision is for delivery F. O. B. the point of destination the 
title is not, as a rule, considered to pass until the subject 
matter has reached such point as the delivery to the carrier is 
not a delivery to the buyer; still, where the agreement as a 
whole shows clearly that the phrase F. O. B. at point of des- 
tination was used merely to designate the party by whom 
the freight was to be paid, rather than the place at which de- 
livery and the passing of title were to be consummated, it 
will be so restricted, and the title held to pass at the point of 
shipment in accordance with the intention of the parties. 


If the place of shipment is the place where, under the 
terms of the contract, delivery is to be made to the buyer, 
the fact that on delivery to the carrier the seller pays or guar- 
antees the freight will not prevent the delivery from con- 
stituting a delivery to the buyer. Hurt vs. Ridenour-Raymond 
Grocér Co., 198 Pac. 968; Notes 22 L. R. A. 416; 20 Am. Cas. 
1030, 1039; Am. Cas. 1916, A-1049. The payment of freight by 
the seller is, however, evidence to show that the seller as- 
sumed duty of delivering at the point of destination, and will 
prevent, if such is the case, the delivery to the carrier from 
being considered a delivery to the buyer. A. J. Neimeyer Lum- 
ber Co. vs. Burlington, etc., R. Co., 74 N. W. 670. 

Inasmuch as title to the goods, where the term “F. O. B. 
mill, freight allowed to destination” is used, passes to the buyer 
on delivery of the goods to the carrier at point of shipment, 
notwithstanding that the freight charges are paid by the seller, 
while where the term “F. O. B. destination” is used title re- 
mains in the seller until the goods reach the point of destination, 
it is to the advantage of the seller to sell under the former 
conditions, as this places the risk of the transportation on the 
buyer. 


Discrimination—Duty of Carrier to Furnish Equal Terminal 
Facilities to Shippers 


Missouri.—Question: A is a railroad; B is a shipper; C 
is another shipper. B is using the said railroad’s dock for load- 
ing when C appears and asks A’s superintendent for the use 
of part of the dock so that he might load. He was advised 
by the superintendent that we would let him know in the morn- 
ing, and in the morning C was refused the use of the dock, but 
B was allowed to continue to use it. 

C built his own dock and a few days later the superin- 
tendent told him he could use the railroad dock. In the mean- 
time C has lost the loading of several cars. Is this pure dis- 
crimination on the part of A, and what recourse has C for the 
said discrimination? The dock is railroad property. 

Answer: There must have been some extenuating circum- 
stances upon which A based his refusal to require B to permit 
C to also use the loading dock, other than merely A’s arbi- 
trary refusal. It is difficult to imagine a railroad official at 
this time refusing reasonable loading facilities to a would-be 
shipper. While a carrier is not obliged to maintain facilities 


that will meet any emergency that may happen, such as un- 
expected heavy offering of shipments, it is its duty to see that 
a fair use of its existing facilities is had by all shippers; it 


The Traffic World 





Vol. LVI, No. 14 


cannot grant a monopoly to one, while denying others a reason- 
able place at which to offer their shipments for transportation. 

In Coeur D’Alene Transportation Co. vs. Ferrell, 128 Pac. 
565, it was held that where a railroad acquired land on which 
was erected a dock abutting a navigable water, and this dock 
was used for receiving and discharging freight and passengers 
and for the forwarding of freight, it comes within the law for- 
bidding undue or unreasonable discrimination. In West Coast 
Naval Stores Co, vs. Louisville, etc., R. R. Co., 121 Fed. 645, 
it was held that where a railroad had a wharf extending out 
into deep water at which to handle freight to and from vessels, 
such wharf was impressed with a public interest, and the rail- 
road company could not permit its use by such vessels or 
carrying lines as it might select, and exclude others, to the 
encouragement of a monopoly and the hindrance of compe- 
tition, but, where such use is permitted by any, it must be 
open to all on equal terms. 

Again, in Southern Pacific Terminal Co. vs. Interstate Com- 
merce Commission, 219 U. S. 498, 32 S. Ct. 279, the carrier 
leased one of its piers and improvements thereon to an industry 
for a yearly rental, and thereby relieved that industry of wharf- 
age tolls and storage charges, other than as incidentally might 
be included in the rental, and thus enabled that industry to 
acquire practically a monopoly of the export business in cer- 
tain commodities. The Supreme Court held that this consti- 
tuted an unlawful or undue preference under the act to reg- 
ulate commerce, where other shippers are not and cannot be 
afforded the same facilities on the same conditions. 

The same rule of undue preferences has been applied to the 
use of railroad stock yards. Windson vs. N. Y. C. R. R., 143 
N. Y. S. 645, and to the use of the carrier’s machinery for un- 
loading coal from cars into boats situated on the docks of the 
railway company. Youghiogheny, etc., Coal Co. vs. Erie R. R., 
24 Ohio Cirt. Ct. 289. 

It seems to be well settled by statutes in many states, and 
at common law in others, that when a shipper has been injured 
by the carrier’s subjecting him to undue prejudice he may re- 
cover damages sustained as a result of such treatment. 


CLASSIFICATION SIMPLIFICATION 


Editor The Traffic World: 

The article on classification simplification written by Charles 
E. Parks in the September 28 Traffic World, only increases an 
urge to express my views on the subject, not only of simplifi- 
cation but of elimination, unless there is a severe change in 
policy of the Classification Committees. 

Can any shipper ever remember of submitting a proposal to 
the Western Classification Committee, in particular, without 
being required to answer a lengthy questionnaire and submit 
figures on, cubical dimensions, weights, drawings, cuts, specific 
gravity, etc., in addition to submitting samples and an analysis 
of what the article is composed of? 

Did one person ever receive any unbiased cooperation from 
the Western Classification Committee, in particular, in the proper 
classification of an article, other than those archaic ideas on 
past precedent, and other antiquated methods of application, not 
as required by their benefactors, but for the operation of that 
which its members hold up as divine. 

And the absurd thing about it all is that they appear to be 
conscientious in their belief that neither shipper nor railroad has 
any just reason or right to make suggestions or question their 
ability to properly classify articles for shipment. 

In the first place, “why the classification’ when shippers’ 
only relief, it seems, is through cooperation with the railroads 
in exceptions to this divine document of commandments. Sum 
up the actual printing of exceptions to the Classification as com- 
pared to the Classification itself. 

How are the railroads endeavoring to compete in a vast 
amount of its traffic? Through use of the Classification? No! 
Through the publication of exceptions to the Classification 
(Truck compelled rates). 

Is not the Classification to be considered a catalog or 
price list of railroad rates in the same principle as a catalog 
of a manufacturer, wholesaler, jobber, etc.? Then why is 
shipper or receiver of freight subjected to such unreasonable 
methods of procedure in order to procure that which they wish 
to purchase? 

The railroads probably are endeavoring to work out a prin- 
ciple or system whereby tariffs may be simplified, but why not 
simplify the Classification first by making it possible for shipper 
to interpret it without so much worry in endeavoring to find the 
cost of transportation, which so often is incorrect, necessitating 
his seeking exceptions to the Classification or making a com- 
plaint on either the formal or informal docket to the Commission. 

Those commercial concerns which, with merchandise for 
sale, endeavor to carry stocks of that which will sell or there is a 
demand for, and which they can offer on a competitive market 
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GREAT NORTHERN 
FAST FREIGHT 
SERVICE Between 


ST. PAUL, MINNEAPOLIS, DULUTH, 
WINNIPEG, PORTLAND, SEATTLE, 
TACOMA, SPOKANE, KLAMATH FALLS, 
SACRAMENTO, OAKLAND, SAN FRANCISCO, 
VANCOUVER and VICTORIA, B. C., and 
intermediate points. 

NOTE THIS NEW FAST SCHEDULE 


Effective Sunday, Oct. 13th 


The WINNIPEG LIMITED (Train No. 7) which will operate as follows: 

Lv. ST. PAUL 7:35. PM...MINNEAPOLIS 8:10 PM...Ar. Winnipeg 8:50 AM 

AFFORDING CONNECTIONS AT TWIN CITIES WITH FAST DAY 
TRAINS FROM CHICAGO AND MILWAUKEE 


Take the Air-Conditioned 


EMPIRE BUILDER 


For Luxurious Travel via SCENIC GLACIER PARK ROUTE 
Between 
I CHICAGO - TWIN CITIES - SPOKANE - SEATTLE - TACOMA 
| PORTLAND - other NORTHWEST CITIES - CALIFORNIA 
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Freight Traffic Mgr. oy Traffic Mgr. Western Traffic Mar. Asst. Gen. Passenger Ast. 
St. Paul, Minn. St. Paul, Minn. Seattle, Wash. Seattle, Wash. 
Cc. F. O'Hara H. G. Dow T. J. Shea B. S. Merritt 
Asst. Gen. Freight and Eastern Traffic Mgr. Asst. Gen, a Agent General Freight Agent 
Passenger Agent 233 Broadwa 105 W. Adams St., R. 620 . 759 Monadnock Bidg. 
Helena, Mont. New York, N. Y. Chicago, Ill. San Francisco, Calif. 
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Have You Read 
All of These Books? 


Principles of Freight Traffic, by G. Lloyd Wilson 


Sixteen chapters covering railroad freight traffic de- 
partments, rules of freight classification, principles of 
rate making, tariff construction and interpretation, 
principles of rate structures, analysis of rate structures 
in Eastern, Southern, Western Trunk Line, Southwest- 
ern, Pacific Coast and Transcontinental territories, and 
the elements of export and import rates. 50 cents. 


Selling Railroad Transportation, by Charles E. Parks 


Ten chapters covering analysis of present selling meth- 
ods, qualifications of railroad salesman, and what he 
should know, four groups of prospects, buying motives, 
analysis. of buying process. 50 cents. 


Current Transportation Subjects, by Lewis C. Sorrell 
Fourteen chapters covering appraisal of traffic manage- 
ment, railroad consolidation, motor transport, aviation, 
the waterways, store door delivery, the container car, 
political rate making, railroad valuation, intercoastal 
competition, an American merchant marine. 25 cents. 


Freight Tariffs, by G. Lloyd Wilson 
Twenty-three chapters covering rules of compilation and 
publication, tariff publishing agents, special tariffs, routes 
and routing, rate application, changes, how to build a 
tariff file. 50 cents. 


Diversion and Reconsignment, by G. Lloyd Wilson 
Eight chapters covering the tariff rules and regulations, 
steps taken in effecting the changes, switching limits, 
holding points, cost of and charges for service, special 
arrangements on coal, fruits and vegetables and other 
commodities. 50 cents. 


Transit Services and Privileges, by G. Lloyd Wilson 
Thirteen chapters covering development of services, 
typical arrangements, fabricating, milling and malting, 
services on forest products, cotton, animals, etc., stor- 
age. 50 cents. 


“<--> of Railroad Traffic Departments, by Charles E. 
arks 
Seven chapters covering the three railroad divisions, 
educational requirements, instruction, avenues of pro- 
motion, opportunities. 50 cents. 


Special Freight Services, by G. Lloyd Wilson 
Twelve chapters covering nature of various services, pro- 
tection of freight in cars, perishable freight, caretakers, 
peddler cars, package cars, preference freight, rail-mwotor 
services. 50 cents. 


Terminal Freight Services and Allowances (2 Volumes), 
by G. Lloyd Wilson 
Volume I has nine chapters covering lighterage and float- 
age, elevation of grain, trap-cars, storage. 50 cents. 
Volume II has eight chapters covering switching, spot- 
ting allowances, cartage and drayage allowances, weigh- 
ing rules and charges. 50 cents. 


TRAFFIC WORLD manuals may be ordered at the single 
copy prices listed; any two for 75 cents; three or more, 
35 cents each. Postage is prepaid. 


Complete Set of All Manuals 


. 

Selling Railroad Service, by Charles E. Parks 

‘ Twenty-six practical and inspirational sales lectures 
covering freight and passenger solicitation, how to lo- 
cate prospects, how to get an interview, strategy to 
use in talking to prospects, how to handle excuses and 
overcome objections, personality in railroad selling. 
Complete with durable three-ring fabrikoid loose leaf 
binder, 7 inches by 10 inches, $3.00. (Special combina- 
a ie for all books listed in this advertisement, 
5.00. 


Send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 
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but the principle of the Western Classification Committee, in 
particular, is to base rating on past precedent and antiquated 
formulas permitting no reasoning whatever as to whether a 
certain type of merchandise can survive a given rating in com- 
petition with analogous articles. 

Long before the writer entered the field of industrial traffic 
management, before trucks were in existence, and inland water- 
way competition was in its infancy, when some five and more 
classifications were in existence, it was his lot to make individual 
collections of freight charges, listen to and convey to his super- 
iors the dissatisfaction and abuse heaped upon them by the 
shipping public, which, I dare say, was solely brought about 
through the complications in rules, regulations, and ratings of 
this or these holy books. 

Times have changed, naturally, and three classifications 
changed by condensing into one huge volume of condensed rules, 
regulations, consolidated descriptions, etc., until it has become 
very complicated and lacking in uniformity or commodity 
relativity. 

It should be about time for the railroads to awaken to the 
fact that the loss of traffic to trucks and other forms of transpor- 
tation can be greatly reduced with a simplification and liberaliza- 
tion of the freight classification. 

Hillyard Chemical Company, H. D. Morrow, 
Traffic Department Manager. 
St. Joseph, Mo., Oct. 3, 1935. 





Personal Notes 





R. B. Nelson has been appointed district passenger agent for 
the Wabash Railway, at Los Angeles. Harvey Dixon has been 
appointed division passenger agent, at St. Louis, and T. B. 
O’Connor has been appointed district passenger agent at San 
Francisco. 

Joseph R. Jones, who retired as supervisor of signals for 
the Pennsylvania Railroad in 1905, after 40 years of employment 
with that railroad, observed his 100th birthday at Soldiers’ 
Home, Washington, D. C., September 29. He is the oldest living 
retired employe of the Pennsylvania. His son, who visits him 
regularly, retired as inspector of signals for the same railroad 
in 1933 after 35 years of continuous service. 

J. C. Hassett has been appointed assistant general me- 
chanical superintendent of the New York, New Haven and Hart- 
ford. R. L. Pearson has also been appointed assistant general 
mechanical superintendent. Kenneth Cartwright has been ap- 
pointed mechanical engineer and R. B. Jones assistant mechan- 
ical engineer. J. W. O’Meara has been appointed superintendent 
of shops at Readville, N. Y., and E.-J. Ball superintendent of 
shops at Van Nest, N. Y. 

Walter J. Kelly, member of the auxiliary_committee of the 
Central Freight Association, Chicago, was guest of honor at a 
dinner given by members of the various rate committees and 
freight associations at the Hotel Statler, Buffalo, N. Y., Septem- 
ber 19. Mr. Kelly, who is about to be married, received a travel- 
ing a bag as a gift from his friends. 

Benjamin F, Coons, general agent, Los Angeles, for the 
Chicago, Rock Island and Pacific, retired October 1 after 33 
years of service with that railroad. The Rock Island has an- 
nounced the following appointments: George E. White to be 
assistant freight traffic manager, at Chicago; F. A. Adams, to be 
assistant freight traffic manager, at Los Angeles; R. C. David- 
son to be assistant freight traffic manager, at Chicago; E. Rigg, 
to be general freight agent, at Chicago, and E. A. Tharp, to be 
assistant general freight agent, at Chicago. 

P. J. Stuart has been appointed commercial agent for the 
Railway Express Agency in Hudson County, N. Y. 

F. L. Schlotterer has been appointed assistant general freight 
agent for the Baltimore and Ohio-Alton, at Chicago. 

Eugene S. Williams, general counsel for the Western Mary- 
land, has been elected a vice-president of that railroad. 

A, A. Gallagher has been appointed general southern freight 
agent for the Delaware and Hudson, at Philadelphia. Monte 
Pickens, Jr., has been appointed southeastern freight agent, 
at Atlanta, Ga. 

E. L. Henninger, formerly manager of the traffic bureau of 
the Bloomington, Ill., Association of Commerce, has been ap 
pointed traffic manager in charge of sales for the Hall Freight 
Lines, motor carriers, at Bloomington. The Hall lines recently 
merged with the Twin City Freight Lines. Ray Fosnaugh, former 
owner of the Twin City lines, has been made Champaign-Urbana 
agent for the Hall lines, in charge of operation and solicitation. 

The following appointments have been made by the Denny 
Motor Transfer Company, New Albany, Ind.: J. Edward Fixar! 
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to be vice-president and director of sales, in charge of solicita- 
tion; R. V. Marienthal to be manager, at Cincinnati; Henry 
Leachman to be assistant manager, at Cincinnati, and M. J. 
Beatty to be commercial agent, at Cincinnati. 

W. D. Clifton, general agent, freight department, Union 
Pacific, died at his home in Council] Bluffs, Iowa, September 29. 





No. 27146, Allyne-Ryan Fofindry Co., Cleveland, O., vs. N. Y. C. et al. 

Rates, pig iron, Poyf Covington (Baltimore), Md., to Cleveland, 
O., in violation sectfon 1. Asks w rates and reparation. (L. 
V. Brandt, practitiover, 1018 S. Wabash Ave., Chicago, III.) 

oe ne ad Franzell & Co., Pittsburgh, Pa., vs. Central of 

a. et al. 

Rate, plums, in crates, Round Oak, Ga., to Pittsburgh, Pa., 
in violation of sectons 1 and 3 of the undue preference alleged 
being from Calif. Asks reparation. (Walter S. Ryan, atty., 1210 
Palo Alto St., Pittsburgh, Pa.) 

No. 27148, Buff Fuel & Oil Corporation, Schenectady, N. Y., et al. 
vs. D. & H. et al. 

Rates, anthracite coal, points in Pa. to Schenectady and other 
N. Y. points in violation of section 1. Asks rates and reparation. 
(Earle H. Bogardus, practitioner, 109 Swan St., Scotia, N. Y.) 

No. 27149, Chicago Live Stock Exchange, Chicago, IIl., vs. Alton et al. 

Rates, stocker and feeder cattle, from western territory to Chi- 
cago in violation of sections 2, 3 and 4 by reason of their being 
higher to Chicago than to points with which Chicago competes 
and which have the benefit of stock and feeder cattle rates lower 
than those on ordinary live stock. Asks new rates. (H. R. Park 
t. m., Union Stock Yards, Chicago, II.) 

No. 27150, National Paper Products Co., San Francisco, Calif., vs. Port 
Townsend Southern et al. 

Rate, wrapping paper, Port Townsend, Wash., to Seattle Wash., 
for forwarding to interstate destinations beyond Seattle in viola- 
ton of sections 1 and 3, the undue preference being for shippers 
of wrapping paper in state commerce between the same points. 
Asks rate and reparation. (John J. Seid, atty., 343 Sansome St., 
San Francisco, Calif.) 

No. 27151, Same vs. Same. 

Same as foregoing except as to number and dates of ship- 
ment. Like prayer. 

No. 27152, National Paper Products Co., San Francisco, Calif., vs. 
Trona Railway et al. 

Rate, soda ash, Trona, Calif., to Port Townsend, Wash., as 
to factor Seattle to Port Townsend, unjust and unreasonable. 
Asks rate and reparation. (John J. Seid, atty., 343 Sansome St., 
San Francisco, Calif.) 

No 27153, Rainier Pulp & Paper Co.. San Francisco, Calif., vs. Port 
Townsend Southern et al. 

Rate and charges, woodpulp, Port Angeles, Wash., to Los Ang- 
eles Harbor in violation of section 1. Asks rate and reparation. 
(John J. Seid, atty., 348 Sansome St, San Francisco, Calif.) 

No. 27154, Rainier Pulp & Paper Co., San Francisco, Calif., vs. Port 
Townsend Southern et al. 

Rate, woodpulp, Port Angeles, Wash., to Seattle, Wash., for 
further forwarding in violation of section 1. Asks rate and rep- 
Gaile; (John J. Seid, atty, 343 Sansome St., San Francisco, 

alif. 


No. 27155, Rainier Pulp & Paper Co., San Francisco, Calif., vs. Port 
Townsend Southern et al. 


Rate, woodpulp, Port Angeles, Wash., to Vancouver, B. C., in 
violation of section 1. Asks rate and reparation. (John J. Seid, 
atty., 343 Sansome St., San Francisco, Calif.) - 


No. 27156, Crown Willamette Paper Co., San Francisco, Calif., vs. 
Southern Pacific. 

Rate, liquid sulphur dioxide, Pittsburgh, Calif., to Pulp, Ore., 
in violation of sections 1 and 3 the allegation being the rate was 
unduly preferential of others. Asks new rate and reparaton. 
(John J. Seid, atty., 343 Sansome St., San Francisco, Calif.) 


No. 27157, Same vs. Southern Pacific et al. 

Rate, alum (sulphate of alumina), Nichols, Calif., to Camas, 
Wash., in violation of sections 1 and 3, the rate being alleged 

to be unduly preferential of others. Asks new rate and repara- 
tion. (John J. Seid, atty., 343 Sansome St., San Francisco, Calif.) 

No. 27158, Same vs. Spokane, Portland & Seattle et al. 
Rates, fruit wrapping paper, Camas, Wash., to various points in 
Calif., violation of section 1. Asks new rate and reparation. (John 
J. Seid, atty., 343 Sansome St., San Francisco, Calif.) : 
No. 27159, Washington Pulp & Paper Corporation, San Francisco, 
Calif., vs. Southern Pacific et al. 

Rate, alum (sulphate of alumina), Nichols, Calif., to Port Ang- 
eles, Wash., in violation of section 1. Asks new rate and repara- 
tion. (John J. Seid, atty., 343 Sansome St., San Francisco, Calif.) 

No. 27160, Grays Harbor Pulp & Paper Co., San Francisco Calif., 
ve, A. T.. & Bi F. 

Rate, alum (sulphate of alumina), Port Chicago, Calif., to 
Hoquiam, Wash., in violation of sections 1 and 3, the charge being 
against the portion of the rate from Portland, Ore., to Hoquiam, 
Wash. Asks new rate and reparation. (John J. Seid, atty., 343 
Sansome St., San Francisco, Calif.) 

No. 27161, Swift & Co., Chicago, Ill., et al. vs. A. C. & Y. et al. 

Alleges overcharges, fresh meats, freshly salted meats and pack- 
ing house products, Sioux City, Ia., South Omaha, Neb., South 
St. Joseph, Mo., Kansas City, Kan., Watertown, S. D., Denver, 
Colo., Fort Worth, Tex., and Dallas, Tex., and Des Moines, Ia., 
to destinations in Ind., O., W. Va., and western parts of Pa. 
and N. Y., by reason of the aprlication of combinations on the 
Mississippi River rather than the lower combinations on other 
points, and the failure to apply the rile for making the rates 
by combination. Ask reparation. (Ross Lean Rynder, atty., 4016 
Packers Ave., Chicago, Ill.) 

No. 27120, Sub. No. 1, Evening Hera'd Publishing Co., Los Angeles, 
Calif., vs. Southern Pacific et al. 

Rates, newsprint paper, points in Ore. to Los Angeles, in viola- 
tion of section 1. Asks reparation. (John Francis Neylan and 
Morris J. Fink, attys., Los Angeles, Calif.) 
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CARTAGE 
COSTS 


Route LCL shipments via 


UNION INLAND 
FREIGHT STATION No. | 


Located in New York's amazing 
new distribution G. H. Q. 


THE PORT AUTHORITY 
COMMERCE BUILDING 


15th to 16th Sts.—8th to 9th Aves. 
MANHATTAN 


This station, maintained and operated by the 
trunk line railroads serving the Port of New 
York, has already effected sensational savings 
in trucking time and money, not only for the 
tenants who occupy the remarkable space in 
the building itself but for all other shippers and 
consignees who have been far-sighted enough 
to form the economical habit of using Union 
Inland Station No. 1 for both inbound and 
outbound L.C.L. freight shipments. 


Write for detailed information to 


THE PORT OF NEW YORK AUTHORITY 
Traffic Manager 
111 Eighth Ave., 
New York City 
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A simple telephone call will summon 
Railway Express to your office in all 
important cities and towns to pick up 
your shipments. 

Your shipments are whisked swiftly 
tc destination on fast passenger trains 
with no “time out” anywhere along 
the line. This fast delivery service rings 
the bell that tells of increased sales and 
higher profits because the. require- 
ments .of every industry point to the 
necessity for the dependable, nation- 
wide transportation service of the type 
offered only by Railway Express. 

Specify all shipments and orders by 
Railway Express. For service or in- 
formation telephone nearest Railway 
Express Agent. 


ON THE AIR @ TUNE IN on the 
RAILWAY EXPRESS NEWS PARADE 
Every week in the following cities: 

Boston e New York e Cleveland e Chicago 

‘\ e St. Louis e New Orleans e Dallas e Atlanta 
e San Francisco ® Los Angeles @ Seattle e 
Minneapolis-St. Paul. 

See local announcements for stations and times 


RAILWAY EXPRESS 


AGENCY INC. 
NATION-WIDE RAIL-AIR SERVICE 


enn 
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STARRETT LEHIGH 
BUILDING 





Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 


their efficiency. You, too, can save here. 
Write or telephone for descriptive booklet. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 60] West 26th Street 
Telephone: CHickering 4-5520 
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Docket of the Commission 





NOTE—Iitems in the Docket marked with an asterisk (*) have 
been added since the last issue of The. Traffic World. New assign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


October 7—Boise, Ida.—Boise Hotel—Examiner Weems: 
27130—Emergency Freight Charges within Idaho. 


October 7—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Hagerty: 
26992—-Emergency Freight Charges within Georgia. 
October 8—Washington, D. C.—Examiner T. F. Sullivan: 

Finance 10963—Joint application of the Monongahela West Penn 
Public Service Co. and Kanawha Traction & Electric Co. for au- 
thority to merge their properties. 

Oetaper 9—Harrisburg, Pa.—Public Service Com. Bldg.—Examiner 
er: 

=a Pennsylvania Anthracite Co. vs. C. R. R. of N. J. 


et al. 
25813—-Corning Glass Works vs. Pennsylvania et al. 
2 orning Glass Works, Inc., vs. B. & O. et al. 

October 9—Chicago, Ill.—Hotel Sherman—Examiner Hoy: 
26763—-Morton Salt Co. vs. A. & R. et al. 
26796—American Salt Corp. et al. vs. A. & R. et al. 
26974—Diamond Crystal Salt Co. vs. A. & W. et al. 
26975—-Colonial Salt Co. vs. A. & W. et al. 
26976—Union Salt Co. vs. A. & W. et al. 
27043—Ohio Salt Co. vs. A. & W. et al. 
14106—Sterling Salt Co. vs Ann Arbor et al. 
14025—Crystal Salt Co. vs. D. L. & W. et al. 
14157—Colonial Salt Co. et al. vs. C. & E. et al. 
14250—Diamond Crystal Salt Co. et al. vs. A. & R. et al. 
13181—Burlington Shippers’ Assn. et al. vs. A. C. & Y. et al. 
§. & S. 1624—Salt from C. F. A. to W. T. L. destinations and bet. 

pts. in C. F. A. territory. 

I - L. minimum weight on salt. 
1. & S. 1887—C. L. minimum weight on salt (2). 
1. & S. 1909—C. L. minimum weight on salt (3). 

1. & S. 1935—C. L. minimum weight on salt (4). 

1. & S. 1959—C. L. minimum weight on salt (5). 

I. & S. 2010—C. L. minimum weight on salt (6). 


October 9—Washington, D. C.—Argument: 
25413—Skelly Oil Co. vs. A. & S. et al. 


October 10—Washington, D. C.—Argument: 
— so Excelsior & Fuel Co., Ltd., vs. Southern Railway 
o. et al. 
262865—Thomas Kerry Co., Inc., et al. vs. N. Y. O. & W. et al. 


October 10—Salt Lake City, Utah—Hotel Utah—Examiner Weems: 
27138—Emergency freight charges within Utah. 
October 11—Washington, D. C.—Argument: 
24486, Sub. No. 1—Galesburg Horse & Mule Co., Inc., et al. vs. A. 
7. 2. 2. Ot: O. 
26950—Georgia Fertilizer and materials rates. 


October 11—St. Paul, Minn.—St. Paul Hotel—Examiner Disque: 
27123—-Griggs, Cooper & Co. vs. C. M. St. P. & P. et al. 

October 14—Billings, Mont.—Federal Bldg.—Examiner Disque: 
26871—-Independent Refining Co. et al. vs. C. B. & Q. et al. 

October 14—New York—Hotel Pennsylvania—Examiner Bardwell and 

Basham: 

26860, Albany Port District Comm. vs. A. & W. et al. 

October 14—Rochester, N. Y.—Chamber of Commerce—Examiner Ful- 


ler: 
26850—R. T. French Co. vs. B. & O. et al. - 


October 14—Denver, Colo.—Shirley Savoy Hotel—Examiner Weems: 

1. & S. 4120—Loading and unloading charges on livestock. 

October 15—Chicago, Ill.—Hotel Sherman—Examiner Steer: 

Railway labor act No. 7—Chicago, N. S. & Milwaukee R. R. Co. 
October 15—Washington, D. C.—Examiner M. L. Boat: 

Fourth Section Application 15676—Authority to establish and main. 
tain rates on coke, coke breeze, dust and screenings from and/or 
between points in C. F. A., I F. A., W. T. L,, Sou., and T. L 
territories. 

October 15—Minneapolis, Minn.—Nicollet Hotel—Examiner Berry: 

1. & S. 4114 and ist sup. order—Seeds in Western territory. 
October 15—Washington, D. C.—Examiner H. C. Lawton: 

Fourth Section Application No. 15964—Grain and grain products to 

T. L. and New England territories. 

October 15—Washington, D. C.—Examiner Molster: 

* Finance 10964—Application of Maine Central Railroad Co. for au- 
thority to acquire the properties and franchises of the Eastern 
Maine Railway Co. 

October 16—Washington, D. C.—Examiner Molster: 

Finance No. 10938—Application of Union Pacific Railroad Co. fm 
authority to acquire the properties or stock control of the Laramie 
North Park & Western Railroad Co. 

October 16—Washington, D. C.—Argument: 

26523—Swift & Co. vs, Union Pacific et al. and Sub. No. 1. 

26639—Cudahy Packing Co. et al. vs. A. T. & S. F. et al. 

26757—Seymour Packing Co. vs. A. T. & N. et al. 

26599—-Standard Oil Co. (Ky.) et al. vs, A. G. S. et al. 

a Petroleum Corp. of La., Inc., et al. vs. A. G. & § 
et al. 

26635—Texas Co. vs. C. & G. Ry. et al. 

26669—Gulf Refining Co. vs. C. & G. et al. 

26684—-Sinclair Refining Co. vs. A. G. S. et al. 

26773—Lion Oil Refining Co. et al. vs. A. G. & S. et al. 

October 17—Boston, Mass.—Hotel Lenox—Examiner Fuller: . 

26978 and Sub, Nos. 1, 2 and 3—Sessions Foundry Co. vs. N. Y \N. 
H. & H. et al. 

27010 and Sub. No. 1—Whitin Machine Works vs. Same. 

21136—Manufacturers’ Foundry Co. et al. vs. N. Y. N. H. & H. et al. 

21396—Waterbury Ferrel Foundry & Machine Co. vs. B. & M. et al. 
21383—-Manufacturers’ Foundry Co. et al. vs. Pennsylvania et ai. 
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“TYOU CAN FORGET RESPONSIBILITY 
ae forget th ibility of th 
‘ orge e responsibility o e 
Amarillo Amarillo Whse. Co. . Los Angeles Davies Whse. Co. 
on ‘Adenta General Whse. & Stge. Co. warehouse—the necessity for se- re eee rt ser Whse. Co. 
a Baltimore Terminal Whse. Co. lecting modern storage space—cen- Milwaukee National Whse. Corp. 
his Billings Billings Whse. & Trading Co. trally located on trackage—and the Minneapolis Minneapolis Term. Whse. Co. 
Se proper physical facilities to expe- | Morte mery Mosiler Tenal, & Sige. Co 
Bulflo The Market Term. Whse. dite territorial distribution cheaply. Maske on , Richards Stge. Corp. — 
1 utte ones Stge. & Transf. Co. * * ew Haven e Smedley Company 
Chicago Seng Waterway Whse. Co. New Orleans Douglas Public Service Corp. 
Seng Term. Whse. Co. : Douglas Shipside Stge. . 
nn Cincinnati Cincinnati Merchandise Whses. you can safely d'sregard these New York Pee + sli, ces ce City ) 
au Cleveland Cleveland Stge. Co. factors because they are prerequi- Oklahoma City The Public Whse. Co. 
: Columbus Columbus Whses., Inc. site to membership in Associated Omaha Central Stge. & Van Co. 
” Dallas Dailas-Trinity Whse. Co. Warehouses Philadelphia Gallagher's Warehouses 
J. Davenport a eng: A Sa & Stge. Co. e Na ne Me. Atlantic Stge. & Whse., Inc. 
Denver e Bankers Whse. Co. Portland, Ore. Manning Whse. & Transf. Co. 
Des Moines _Blue Line Stge. Co. Rochest Exch hse. Co. ; 
Debt - United States Whse. Co. c investigate if you will but you'll St Louis S. Nees — 
a ut —— Sang - tge. Co. find these warehouses meeting your a $e P . = se sonno i. =. 
argo jams Iransf. e. Co. t Lake Cit eyser Fireproof Stge. Co. 
Ft. Worth __ Ft. Worth-Trinity Whse. Co. we al —— Pa — soa San Antonio Scobey Fireproof Stge. Co. 
a Gee tat bis. co “a —— Loe 
‘ . Co. - eattle merican Whse. Co. 
Shipside Warehouse ticular market. Tampa Caldwell Bonded Whses., Inc. 
Huntington The W. J. Maier Stge. Co. Tulsa Tulsa Term. Stge. & Transf. Co. 
Indianapolis Indianapolis Whse. & Stge. Co. use Utica Broad Street Whse. Corp. 
i Kansas City Walnut Stge. & Distr. Co. Wichita Peoples Transf. & Stge. Co 
ASSOCIATED WAREHOUSES, INC. 
230 No. Canal St. Empire State Bldg. 
CHICAGO NEW YORK 
Franklin 6263 Pennsylvania 6-5245 
write the nearest office for a free copy of our latest directory .. . you will find it full of detailed information on the reliability 
tal .. + financial soundness and modern distribution facilities inherent in the public warehouses holding membership in Associated 


Warehouses 


... you incur no obligation... 


LEAVE THE 


DETAILS 10 US 


When you route your Oriental cargoes, 


send for this handy reference book now. 


sailings—joint rail and lake rates appl 
points on, and East and West of the Lakes. 


LAKE and RAIL 


via dLI CO 


Serving Eastern and Western Lake Ports—scheduled 


between 


ship via American Mail Line. Leave the 
details of how the shipment will go to 
your American Mail Line agent. He will 
ship it the shortest possible way (via Seat- 
tle) and it will arrive days, or even weeks, 
sooner. 


An American Mail Line President Liner sails 
from Seattle every other Saturday; one ar- 
rives in Seattle every other Tuesday. 


Service is augmented by a fleet of fast cargo 


GREAT LAKES 
TRANSIT CORPORATION 


223 Erie Street Buffalo, N. Y. 





liners with regular sailings to ports of Japan, 
China, Hongkong and the Philippines. 


5 or 10 years 
from now? 


For information, apply desk No. 6 
21 West Street 
1714 Dime Bank Bldg 
110 So. Dearborn St 
Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE — 


76 offices in 22 countries at your service 


Where Will You Be 


Still in your present work? At the same old salary? You hope 
not. By 1939 or 1944 you hope to be far ahead. But there’s a 
surer way than “hoping”—the way of expert training in Traffic 
Management, which helps you get the greater ability bigger 
jobs and better salaries always require. Make surer of what 
you want by the spare-time training that has enabled hundreds 
to reach bigger pay in Transportation. Our 64-page FREE 
book gives you the entire story. No obligation. Write for it— 
as your first step toward a future full of larger opportunities! 


Detroit 
Chicago 
Cleveland 





Seattle 


Address Dept. 1095-T 
LaSalle Extension University, Chicago, Ill. 
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THE INDUSTRIAL CENTER of the SOUTHWEST 


PORT 
HOUSTON 


THE LEADING TEXAS PORT 


Frankly, the Port of Houston can boast 
no Revolutionary, or even Civil War 
history. Its record as a port dates no 
further back than 1915, or more prop- 
erly 1919, when the first foreign cargo 
left its wharves. But in that span it has 
run a good race against the Nation's 
oldest and greatest to become Amer- 
ica's Fifth port in total Foreign Com- 
merce. 


Port Houston's very newness guaran- 
tees you the service and economies 
made possible by a port modern in 
plan, facilities and management. 


WHETHER IT IS FOR IMPORTING, EXPORT- 

ING, OR LOCATING A MANUFACTUR- 

ING OR DISTRIBUTING PLANT, YOU 
CAN'T GO WRONG ON 


HOUSTON 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 





ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 








Practicing P ae Dts ein 

before the | sana See oe nc 
INTERSTATE |. D. DRISCOLL 
COMMERCE Gintnigies Counsel and Attorney 
COMMISSION Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


The Traffic World 


Vol. LVI, No. 14 


October 17—Washington, D. C.—Argument: 
26530—Ace Petroleum Co. et al. vs. A. T. & S. F. et al. 
26642—Colorado Milling & Elevator Co. vs. A. T. & S. F. et al. 
Finance No. 10055—St. Louis-Kansas City Short Line Railroad (po, 


October 17—Washington, D. C.—Examiner Burslem: 
27134—-Application of Texas & New Orleans Railroad Co. and §t 
Louis Southwestern Railway Co. of Texas for authority to ex. 
ecute a certain joint average demurrage agreement. 


October 18—Helena, Mont.—U. S. Court Rooms—Examiner Disque: 
* 23640—Rates on petroleum and petroleum products within the 
state of Montana. (Further hearing). 


October 18—Washington, D. C.—Argument: 
26667—Schreiber Milling & Grain Co. vs. C. G. W. 
26774—McKesson-Stewart-Holmes Drug Co. vs. G. 
26784—Keith, Simmons Co., Inc., vs. L. & N. et al. 
Finance 10792—C. B. & Q. abandonment. 
Finance 10798—Joint application of A. T. & Ss. F. and K. S. W. for 

a certificate of public convenience and necessity permitting 
abandonment of line of railroad extending from Arkansas City 
to South Haven, Kan. 


October 19—Washington, D. C.—Argument: 
— Sa Bureau-Lynchburg Chamber of Commerce vs. South. 
ern et al. 
26830—Union Underwear Co., Inc., vs. F. & C. et al. 


October 21—Springfield Mass.—Hotel Kimball—Examiner Fuller: 
26765—Chapman Valve Mfg. Co. vs. B. & A. et al. 
oe gg Foundry Co. vs. B. & A, et al. 
21133 and Sub. No. 1—Chapman Valve Mfg. *to. vs. B. & A. et al, 
October 21—Washington, D. C.—Argument: 
26709—Pacific Commonwealth Corp. vs. C. B. & Q. et al. 
26735—Kansas City Southern Railway Co. vs. L. & A. 
26821—Badger Paper Mills, Inc., vs. C. & N. W. et al. 


N. et al. 


SHOPCRAFT EMPLOYES’ SUIT 


The Railway Employes Department of the American Federa- 
tion of Labor has brought suit against the Western Maryland in 
the Supreme Court of the District of Columbia to restrain that 
carrier from interfering with the shopmen employes choosing 
their own labor organizations. It is alleged the company has 
interfered with this right. 


NEW ILLINOIS CENTRAL SUBURBAN POST 


Growth of Chicago passenger suburban service and traffic on 
the Illinois Central has necessitated the creation of a new office, 
that of district passenger agent in charge of suburban traffic, 
according to an announcement by J. V. Lanigan, passenger traffic 
manager of the railroad, October 3. Edward J. Meade, general 
passenger agent for the Illinois Central at Memphis, has been 
appointed to the new position. He will have charge of suburban 
traffic promotion in the Chicago area and will cooperate with 
local agencies in developing added traffic from Chicago’s south 
side and the suburban area beyond. The Illinois Central at 
present carries 80,000 suburban passengers daily. 





TRAFFIC EXECUTIVE with exceptional qualifications desires 
change. Thorough knowledge of traffic management, interstate com- 
merce law; expert licensed accountant. A-1 references. Write Box 
No. EEN-1, care of Traffic World, 418 South Market Street, Chicago. 
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Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


CROOKS TERMINAL WAREHOUSES 


: Storage and Distributing of Merchandise of Every Description: 


TRAFFIC MANAGERS 







T. J. MCLAUGHLIN Traffic 
TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
“ae sae Commerce 
815 Mills Bldg. sali 
WASHINGTON, D. C. Specialists 





HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Valuation 
Experts 


Cost and Statistical Analyses—Matters Relating 
Rates—Consolidations and Valuatiens 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


greececccccsccsceccscsaseccsssssescsesenesescssescccose 
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